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Wishing all our friends 
a very Merry Christmas 
and Happy New Year! 












LATEST TYPE BROWNHOIST 
DIESEL ELECTRIC PILE DRIVER 
AT WORK FOR 
AMERICA’S RAILROADS 











BROWNHOIST DIESEL ELECTRIC PILE DRIVERS HAVE THE SPEED 
TO GET OFF MAIN LINES QUICKLY, AND THE LONG LEADERS AND 


FULL CIRCLE ROTATION TO WORK IN ANY POSITION 


Propelled by electric travel motors, these Industrial Brownhoist 
machines are capable of road speeds up to 18 miles per hour... 
they get on and off main lines in a hurry. Strut and leaders fold 
away for travel, allowing full railroad clearance, and they're 
quickly and easily fastened in upright position for battering. The 
Brownhoist rotates in a full circle, and its leader reach of 28'6” 
from center of rotation gives it a wide working range. A large 
Diesel engine supplies the power for the heavy-duty Brownhoist 
machine. It has a maximum leader load of 26,000 pounds, and 
is equipped with power battering to sink piles as large or larger 
than that shown in the upper photograph. For further information 
about Diesel Electric Pile Drivers or other heavy-duty materials 
handling equipment, write today for your copy of the new 
Industrial Brownhoist catalog. 
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BROWNHOIST 


INDUSTRIAL BROWNHOIST CORPORATION 
BAY CITY, MICHIGAN «© DISTRICT OFFICES: New York, 
Philadelphia, Cleveland, Chicago, San Francisco, Montreal 
AGENCIES: Detroit, Birmingham, Houston 


BROWNHOIST MATERIALS 
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HANDLING EQUIPMENT mc 
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Putting a “Hole” Through a Railroad Fill? 
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PROVED 


Near Bonners Ferry, Idaho, the Great 
Northern’s main line track éxtends 
along a river that sometimes floods 
lowlands on the other side of the fill. 
Supplementing an inadequate small 
culvert, this Armco Liner Plate struc- 
ture was installed to quickly equal- 
ize water levels and minimize danger 
of washouts. 





Liner Plate forms railroad underpass for 


school children. You can do it quickly and easily 
with a durable Armco metal product 





It often happens that a tunnel, conduit or underpass is required through a rail- 
road fill. Usually, the best solution is an Armco Liner Plate structure. The 
reason? Pound-for-pound, Armco Liner Plates are the strongest made. And 
the installation can be made without disturbing the safety and movement of 
surface traffic. 

Assembly is simple; all bolting is from within the structure. One man can 
carry, handle and install plates. Installation keeps pace with excavation. Armco 
Liner Plates are supplied in a wide selection of sizes and shapes. 

Depending on conditions and size requirements, Armco Corrugated Metal 
pew sin ais : Pipe or Mutt1-PLatTE® Pipe may also be utilized for tunnels or conduits through 
Fags’ i ‘ : . railroad fills. Installation may be open-cut, or by jacking. Wide range of sizes. 

a af . : These structures may be installed by railroad forces. Or can be handled as a 
complete installation through Armco’s construction facilities, 





Armco Pipe as utility conduit is being jacked 
through fill. 






“f. 
Bi; LEL PL ya ' * * * 

14H ‘ 
These structures represent just one group in the more than 30 Armco products 
for engineering construction. Fill in and mail the coupon for more data. Armco 
Drainage & Metal Products, Inc., 5848 Curtis Street, Middletown, Ohio. Sub- 
sidiary of Armco Steel Corporation. In Canada: write Guelph, Ontario, Export: 
The Armco International Corporation. 
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Mutti-PLate Pipe installed for drainage under 
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iroad. ; 
Sie . Armco Drainage & Metal Products, Inc. 
| a | 5848 Curtis Street, Middletown, Ohio 
= a j (Send my copy of “Manual of Tunnels, Get 


Underpasses and Conduits” 
() Have representative call 
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ONE DOSAGE of 


nex huleo CH174> 
for ALL-YEAR WEED CONTROL 


Low dosage — usually a small fraction of that of other “apply dry” formulations —is a 
big advantage you get with H-174. And it’s easily explained: Nalco H-174 has an unusually 
high concentration of powerful killing ingredient. You get much more killing power with 
much less chemical to transport and apply! 





Nalco H-174 is effective whenever you apply it, but you can get full 

advantage from this powerful herbicide by spreading a single dosage aLout 2 weeks before 

weeds begin to emerge. H-174 will keep them down all year long, eliminating unsightly: 

40 T° PRog and inflammable weed debris, preventing re-growth and mid-season seeding. 

os™* ats, S . : . . r al . _ 
Spreading dry, granular Nalco H-174 is a fast, simple operation. No mixing, 

spraying, or dilution . . . ready to use as it comes from bag or convenient 

shaker box . . . distribute by hand or with mechanical spreaders .. . 

For better weed control, plan on using Nalco H-174! 





pe H-174 is one of a complete line of Nalco weed control 


IMEMBER| chemicals, both dry and liquid, in wide use by railroads ; aa 


and industries throughout the world. 





NATIONAL ALUMINATE CORPORATION 
SPRAY SERVICES DEPARTMENT 
6196 West 66th Place Box 5444 


Chicago 38, Illinois Huntington, W. Va, : ‘ ; a 
¢ 4, ' 


CANADA: Alchem Limited, Burlington, Ontario 
ITALY: Nalco Italiana, S.p.A. 
® SPAIN: Nalco Espanola, S.A. 
WEST GERMANY: Deutsche Nalco-Chemie GmbH 


PRODUCTS. ... SERVING INDUSTRY THROUGH PRACTICAL APPLIED SCIENCE 
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Automation takes over in rail butt-welding . 23 


Using equipment largely automatic in operation the L&N produced an 
average of 10 welds per hour with only eight men. 


Road-rail hoist tailor-made for RR bridge jobs 28 


The Rock Island looks for big savings from a specially engineered ma- 
chine equipped with flanged wheels. 


How prestressed concrete is used in railroad bridges 32 


Leo P. Nicholson describes characteristics of this material and tells of 
its use in several types of railroad structures. 
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Prediction is made at Railway Tie Association convention that tie re- 


newals, already low, will sink to even lower levels. 
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There’s a new spirit and a new driving force The story of the resulting accomplishments by 
behind the efforts of the Chicago & North its M/W department is so big that the entire 
Western to reduce costs through efficiency. issue will be devoted to its telling. 


| ... in the January issue 
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FAIRMONT 


Works all year ’round—kills weeds, melts snow! 


Simple and practical THE FAIRMONT W55 
WEED BURNER serves two purposes with maxi- 
mum efficiency and minimum expense. In winter 
the W55 melts snow, even 20” of snow in 30° below 
zero weather! It does the work of 50 to 75 men ina 
large yard, keeps switches clear and trains operating. 
In other seasons the W55 kills weeds in a solid 20’ 
width of track, or 8’ on each shoulder, at about 


MS SERIES A WEED MOWER is a 


4 MPH. Burning is the most economical means of 
having clean yards and main lines. Four of the five 
burner heads are swing-type with hydraulic controls 
operated from the cab. Each burner head is fitted 
with three atomizing nozzles. The multi-range drive 
has two-range torque converter and delivers six 
speeds both forward and reverse. Save time and 
money —investigate now. 


sturdy unit with simplified controls. 
Equipped with automatic cutter bar 
release. With extensions it reaches 
12 feet beyond rail. 


W24 SERIES A WEED MOWER gives 
close mowing due to accurate hy- 
draulic control. Hydraulic sickle drive 
for smooth operation. Has safety 
sickle release, second swath extensions. 


W466 SERIES B WEED SPRAYER is a 
complete, self-propelled unit with a 
variable spray rate. A single machine 
gives maximum availability and, more- 
over, it is highly maneuverable. 





W78 SERIES B WEED SPRAYER has 
quality spray equipment on a low- 
cost trailer type machine. Excellent 
for branch lines, short lines, and 
yard tracks. Easy to operate. 





TALL Eee 
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FOR HALF A CENTURY 


Fairmont burners can easily 
pay for themselves clearing 
snow from switches in just 
one bad season. 


RAILWAY MOTORS, INCORPORATED 
FAIRMONT, MINNESOTA 


Helps from Manufacturers 


The following compilation of literature—including pamphlets and data 
sheets—is offered free to railroad men by manufacturers to the rail- 
road industry. To receive the desired information, write direct to the 
manufacturer. 





CAR HEATING EQUIPMENT. The Perfection line of infra-red 
heating equipment for thawing frozen bulk material in railroad 
cars is explained and illustrated in a 20-page booklet. Several 
case histories, with drawings, are included, showing typical in- 
stallations using this type of equipment. A reprint of a magazine 
article explains how the principle works at a large railroad coal 
dock. A cost comparison with another type also used at this fa- 
cility is given. The booklet also contains specifications and details 
of the various models of car heating equipment available. (Write: 
Hewitt-Robins, Inc., Dept. RTS, 666 Glenbrook Rd., Stamford, 
Conn.) 


CLEANING EQUIPMENT. The complete line of Ace industrial 
and commercial cleaning equipment is described in a new brochure 
now available. Illustrated and explained is the full range of 
hand-portable models, industrial tank cleaners and commercial- 
model cleaners. Specifications for each model shown are included. 
A list of attachments and optional equipment is given. Also in- 
cluded is a list of optional equipment for special cleaning jobs. 
Other Ace industrial products available are illustrated and briefly 
described. (Write: Ace-Sycamore, Inc., Dept. RTS, 448 Dekalb 
Ave., Sycamore, Ill.) 


SKYLIGHT PRODUCTS. The 1959 issue of the Marcolite annul 
catalog is now available. The 11-page booklet contains current 
information ¢goncerning the complete line of aluminum and fiber- 
glass skylight products. Material contained in previously issued 
literature is consolidated in the catalog. Specifications, design 
data, construction features and model numbers are explained and 
illustrated for the manufacturer’s skylights, roof panels and 
special and mass produced products. Special shapes available are 
also shown. Included are pictures showing several large buildings 
in which these products were utilized. (Write: The Marco Com- 
pany, Dept. RTS, 45 Greenwood Ave., East Orange, N. J.) 


AIR COMPRESSORS. A 4-p.ge bulletin is now available which 
describes the new LeRoi rotary portable air compressors. Desig- 
nated P-121B, the bulletin illustrates and explains features of the 
365RD2 air compressor. General specifications are also included. 
(Write: LeRoi Division, Westinghouse Air Brake Company, Sales 
Promotion Department, Dept. RTS, Milwaukee 1, Wis.) 


RADIANT HEATERS. The Chromalox line of electric radiant 
comfort heaters is described and illustrated in a new booklet. 
Bulletin F-1614 explains the Far-Infrared principle used in the 
heaters and illustrates and explains typical problems relating to 
both large-area heating and spot heating. The four-page booklet 
covers the new ceiling type heater as well as the angular-mounted 
model. Included are descriptions of the various types of controls 
available. A guide for selecting the correct heaters and controls 
for different conditions is presented. (Write: Edwin L. Wiegand 
Company, Dept. RTS, 7500 Thomas Blvd., Pittsburgh 8, Pa.) 


MOBILE CRANES. The superstructure of the Lorain 107 crane 
is described and illustrated in a new catalog. The 12-page catalog 
shows the 7 to 8-ton crane, which is mounted on a commercial 
carrier, in a variety of job applications. Features of the machine 
are explained. Conversion to shovel, dragline, clamshell, or hoe 
is pointed out. (Write: The Thew Shovel Company, Dept. RTS, 
Lorain, Ohio.) 


FLOOR CLEANING EQUIPMENT. A new 20-page catalog de- 
scribes and illustrates the complete line of Geerpres floor-cleaning 
equipment. Catalog 958 shows the evolution of the manufacturer’s 
mop wringers, culminating in its interlocking-gear model. Pointed 
out are the staggered-tooth design and eleven other features of its 
wringer line. Also shown are caster-mounted buckets, mopping 
outfits and a wide range of mopping accessories, including the Jet 
Streem mop washer. A page is devoted to the proper care of mop 
wringers. Included are pictures and a description of the new Des- 
Kart which can be used to move desks or other heavy furniture. 
(Write: Geerpres Wringer, Inc., Dept. RTS, P. O. Box 658, Mus- 
kegon, Mich.) 
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Heat-treated rails 
cut wear in half in seven- 


year test on NYC 


Viewed through the north-end trusses of New York Central’s 
Bridge No. 138, near Cedar Run, Pa., the track spirals into a 
t11-ft curve of 7 degrees 51 minutes. The rails in this curve were 
laid in July 1950 to test comparative abrasion-resistance under 
bruising traffic conditions. 

By the time this photograph was taken, nearly 8 years later, 
some 142,500,000 gross tons of traffic had ground their way 
through the curve. Surely an adequate load to provide significant 
patterns of curve-wear on the railheads! 

The results? In a nutshell, Bethlehem heat-treated rails out- 
performed the standard rails in the test by about 2 to 1. The 
contour drawings (opposite page) tell better than words what 
happened in the case of two standard control-cooled rails and 


two heat-treated control-cooled rails at each end of the curve. 
In add tion to the superior abrasion-resistance of heat-treated rail 
on the high side, note the comparisons of crushing gn the low- 
side rails. 

Superior performance like this means a healthy slash in main- 
tenance of way costs. Truly, here is an outstanding opportunity 
to save real money! 

We can cite many additional cases where heat-treated rails have 
proved their worth on leading roads across the country, in abra- 
sion-resistance, resistance to shelling and resistance to plastic 
flow. We shall welcome the opportunity to go over these cases 
with you in detail. Just contact our nearest sales office or write 
directly to us at Bethlehem, Pa. You'll hear from us promptly. 
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If you're interested in learning about Bethlehem’s 
heat-treatment experience and facilities, write for 
Catalog 379, “Bethlehem Heat-Treated Trackwork.” 


ACTUAL CONTOUR DRAWINGS OF RAILS AT CURVE NO. 242 
New York Central System—May 22, 1958 
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BETHLEHEM STEEL COMPANY, BETHLEHEM, PA, 


BETH [ewe 


On the Pacific Coast Bethlehem products are 

sold by Bethlehem Pacific Coast Steel Cor- 

poration. Export Distributor: Bethlehem Steel 
Export Corporation 
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CANADIAN PACIFIC — N. B. Roberts, dis- 
trict engineer at North Bay, Ont., has been 
appointed assistant regional engineer, 
Fastern Region, at Toronto, Ont., suc- 
ceeding T. W. Creighton, who has been 
promoted to regional engineer, mainten- 
ance of way, there. Mr. Creighton succeeds 
G. W. Miller, who has been appointed 
general superintendent of the Ontario dis- 
trict at Toronto. R. W. Webb, division 
engineer, Woodstock, N. B., has been 
transferred to the Farnham division of the 
Quebec District, succeeding J. A. Shearer, 
transferred. J. E. Reynolds, division en- 
gineer at Brownville Jct., Me., has been 
transferred to the Montreal Terminals di- 
vision. succeeding A. K. Roundtree. 


CHICAGO & WESTERN INDIANA — BELT OF 
CHICAGO — A. B. Hillman, Jr., engineer 
maintenance of way, Chicago, has been 
appointed assistant chief engineer. He will 
retain responsibility over maintenance of 
way and structures. The duties of W. D. 
Chapel, assistant engineer, are extended 
to include supervision of maintenance of 
way and structures as delegated. 


FRISCO — B. E. Buterbaugh, assistant su- 
perintendent, construction, at Tulsa, Okla., 
has been appointed construction engineer 
at the same location. 


ILLINOIS CENTRAL — E. E. Brown, track 
inspector, has been appointed supervisor 
track on the lowa division at Freeport, 
Ill., succeeding H. D. Leroy, transferred to 
the St. Louis division at East St. Louis. Mr. 
Leroy succeeds M. L. Atkins who has been 
appointed assistant to division engineer 
of the St. Louis division at Carbondale, 
in place of R. B. Birkett, promoted to divi- 
sion engineer on the Iowa division, Lines 
West, at Waterloo, lowa, succeeding M. B. 
Davis, retired. J. C. Duncan, general fore- 
man track, has been promoted to super- 
visor track on the Springfield division at 
Clinton, succeeding C. F. Brooks, retired. 


B. G. Sykes, assistant supervisor track 
on the Memphis division, has been ap- 
pointed supervisor track at Durant, Miss., 
succeeding E. J. Dean, who has been trans- 
ferred to Gibson City, Ill. Mr. Dean re- 
places F. J. Fortino, who has been trans- 
ferred to Champaign, Ill., succeeding O. A. 
Stewart, deceased. 


JERSEY CENTRAL — John J. Maloney has 
been appointed master carpenter and 
bridge inspector on the Southern division, 
succeeding Frederick C. Schweizer, de- 
ceased. He has also been appointed master 
carpenter for the New York & Long 
Branch. 


MAINE CENTRAL — Wilhelm G. Schloth, 
assistant track supervisor on the Boston & 
Maine, has been appointed to the same 
position on the Maine Central at Bruns- 
wick, Me., succeeding Horace Ames, who 
has been promoted to track supervisor at 
that location. Mr. Ames replaces William 
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L. Harris 11, who has been transferred to 
Lewiston, Me., to succeed Lloyd F. Breen, 
retired. David C. Eldridge, assistant track 
supervisor on the B&M, has been ap- 
pointed to the same position on the Maine 
Central at Waterville, Me., succeeding 
Fred Sautter, who has resigned to join 
Fairmont Railway Motors, Inc., as an- 
nounced elsewhere in this issue. 


NEW YORK CENTRAL — Consolidation of 
the Mohawk and St. Lawrence division 
has been announced with headquarters at 
Utica, N. Y. G. Aver has been appointed 
division engineer of the consolidated di- 
vision with T, E. Burrell as assistant division 
engineer, both at Utica, and C. C. Lathey 
as assistant division engineer at Water- 
town. Consolidation of the Pennsylvania 
division with the Syracuse division has 
also been announced with headquarters 
at Syracuse, N. Y. C. A. Maxeiner has 
been appointed division engineer of the 
consolidated division, with F. A. Williams 
as assistant division engineer, both at 
Syracuse, and J. V. Middleton as assistant 
division engineer at Jersey Shore, Pa. 


PENNSYLVANIA — These recent appoint- 
ments have occurred: W. A. Kautz, Jr., 
project engineer, Baltimore, to assistant 
engineer; William Baxter, engineer-in- 
charge, Powhatan, Ohio, to assistant en- 
gineer, Trenton, N. J., succeeding N. M. 
Abel, resigned; C. L. McElheny to super- 
visor track, Olean, N. Y., succeeding 
M. W. Krug, promoted to assistant train- 
master and supervisor of track; H. J. Deeds 
to supervisor track, Enola, Pa.; R. A. Wist- 
huff to assistant supervisor track, Phila- 
delphia. 

M. B. Miller, district engineer, Pitts- 
burgh, to regional engineer, Cincinnati, 
succeeding H. P. Morgan promoted to as- 
sistant regional manager, Philadelphia; 
E. M. Hodges to district engineer, Pitts- 
burgh; E. Wollett, Jr., to district engineer, 
Cleveland; J. M. Kirschner to district en- 
gineer, Penn.-Reading Seashore Lines; 
R. D. Baldwin to district engineer, Rich- 
mond, Ind.; R. E. Kleist to assistant en- 
gineer — tests, maintenance of way, 
Altoona, Pa.; D. N. Worfel to assistant 
district engineer, Buffalo; L. E. Williams, 
Jr., to supervisor track, Perryville, Md.; 
R. D. Johnson to supervisor track, Akron, 





Tom A. Blair 
Santa Fe 


Albert E. Cawood 
New Haven 


News about people 





Ohio; D. R. Shoop to supervisor track, 
Marion, Ind.; D. B. Coward to assistant 
supervisor track, Jersey City; R. L. Stuart 
to assistant supervisor track, Cleveland; 
R. D. Wallace to assistant supervisor track, 
Aspinwall, Pa. 

P. J. Harnish, assistant regional engineer, 
New York, to regional engineer there, suc- 
ceeding H. J. McNally promoted to area 
engineer, Chicago, who in turn succeeds 
K. J. Silvey, transferred to Pittsburgh to 
relieve D. L. Sommerville, retired; J. T. 
Evans to assistant regional engineer, New 
York; M. K. Clarke to district engineer, 
Canton, Ohio; G. $. Lehman to assistant 
district engineer, Canton; C. R. Spence to 
supervisor track, Newport, Pa.; C. H. Gaut 
to supervisor track, Monongahela, Pa.; 
P. S. Servansky to assistant supervisor 
track, East Liberty, Pa.; C. G. Yund to 
assistant trainmaster — supervisor track, 
Bicknell, Ind., succeeding J. G. Eannace, 
promoted. 


READING — David E. Cowell, division en- 
gineer at Philadelphia, has been appointed 
engineer of track at the same location. 


SANTE FE—Tom A. Blair, chief engineer of 
the Santa Fe System, with headquarters at 
Chicago, retired effective December 1 after 
38 years of continuous service with this 
company. 

SEABOARD — T. S. Williams assistant en- 
gineer of buildings, has been promoted to 
engineer of buildings with headquarters at 
Norfolk, Va., succeeding J. C. Williams, 
retired. 


Biographical briefs 





Albert E. Cawood, 44, who was recently 
promoted to assistant to chief engineer of 
the New Haven at New Haven, Conn. 
(RT&S, Sept., p. 10), was born at Lyn- 
brook, N. Y., and graduated from Rens- 
selaer Polytechnic Institute in 1934 with 
a Bachelor of Science degree in civil en- 
gineering. He entered the service of the 
New Haven as a rail inspector in 1935 at 
New Haven. He later served as chain- 
man, rodman inspector and transitman at 
Hartford, Conn., and Providence, R. I. 
until 1937. At that time he entered the 
office of the engineer of structures as a 
tracer, advancing to structural draftsman 
in 1938. Between February 1940 and July 
1946 he served as bridge inspector at Bos- 
ton, Mass. He was then promoted to 
assistant bridge engineer at New Haven. 
and was further promoted to engineer of 
structures in November 1954, the posi- 
tion he was holding at the time of his re- 
cent promotion. 


J. J. Pomor, who was recently promoted 
to division engineer on the Canadian Na- 
tional at The Pas, Man., (RT&S, Nov. 

(Continued on page 62) 
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Borate weed killers 


The answer lies in the dependability of borates 
to perform satisfactorily, safely, economically in 
destroying vegetation and preventing regrowth. 


As the largest producer of borates in the 
world, we early recognized their plant-destroying 
properties. Then, before pioneering the specific 
use of borates for killing weeds, we did much 
field work and extensive laboratory research 
which proved their effectiveness conclusively. 
Our first weed killer, a sodium borate ore under 
the trade name of “Borascu®”} went to a major 
railroad on a trial demonstration basis. Results 
were extraordinary! Control of vegetation con- 
tinued up to two years! This borate ore, as a 
highly effective, easily applied soil sterilant, also 
offered every desired safety feature by being 
nonpoisonous, nonflammable, and noncorrosive 
to ferrous metal. Soon, road after road began 
using this weed killer successfully and with 
marked economy. Tests conducted by one major 
road, about timber trestles on approximately 


Concentrated BORASCU - UREABOR - 


® ® 
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250 miles of track, showed a cost reduction from 
$1.48 down to only 19’2¢ per lineal foot per 
year! (A total saving of $28,314.00.) With the 
acceptance of borates for weed work assured, 
we began developing other weed killers to meet 
various requirements. Now, a majority of roads 
are using one or more of our weed killers in 
preference to any other. 


Today you have a choice of several safe and 
proven herbicidal borate formulations—each 
with special characteristics and advantages—to 
meet your particular requirements. We’d like to 
show you how you can start a labor-saving, 
dollar-saving weed control program... with 
borates. May we send a technically trained sales- 
man to recommend and demonstrate the weed 
killer best suited to your needs? 

AGRICULTURAL SALES DEPARTMENT 


United States Borax & Chemical Corporation 


PACIFIC COAST BORAX COMPANY DIVISION 


630 SHATTO PLACE, LOS ANGELES 5, CALIFORNIA 
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FINEST TAMPER 
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Here is the world’s highest tamping efficiency 


In dollars per foot ot perfectly tamped track, the Matisa Now V-belt drives with multiple disc clutches — addj 
Speedtamper will give your M/W budget a real assist. safety, cuts maintenance, eliminates gears and noise. 


This machine retains the unbeatable Matisa principle Now instantaneous split-head operation switches fro 


of vibration-compaction tamping with the machine speed surfacing to deep tamping without interruption. 


load always on tamped track, but now has many PLUS 
Now pneumatic control valves with assured separate # 


supply from a small compressor on the diesel engi 


features: 
Now hydraulically positioned tamping units for positive 
action, faster production. The most efficient use of For details, write for the New Matisa Speedtampe 


hydraulics has been applied throughout the machine. brochure. 
Lease and optional purchase plans avail 


MVE ZA TAG ABA EQUIPMENT CORPORATION 


COPYRIGHT 1957, MATISA EQUIPMENT CORP 1020 Washington Avenue °* Chicago Heights, Illinois 
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. . . @resume of current events throughout the railroad world 


Five railroads in New England are considering the possibility of a merger. 
They are the Maine Central, the New York, New Haven & Hartford, the Bangor & 
Aroostook, the Boston & Maine and the Rutland. This news comes from E. Spencer 


Miller, president of the Maine Central. If consummated, merger of the five rail- 








roads would create the nation’s ninth largest rail system, having assets of over $880 





million and handling more than 92 per cent of all Class | rail business in the New 
England area. 
* 


A 14 per cent increase in freight revenue ton-miles is predicted for railroads 
in 1959 by the Value Line Investment Survey. As a consequence, this investment 
service forecasts a generally favorable year for the railway supply industry. 
Singled out by the survey for ‘‘an exceptionally prosperous year in 1959,"" were 
manufacturers of maintenance supplies and repair parts. This forecast is made on 











the basis that railroads can probably manage to defer purchase of new rolling 
stock for a while longer, but that further deferral of maintenance work is unlikely. 








Two developments have occurred as a result of an accident on the Central of 
New Jersey on September 15, in which the locomotive and three cars of a five- 
car passenger train fell into Newark Bay, resulting in the death of 48 persons 
and the injury of 48 others. First: the Interstate Commerce Commission has issued 
a report on the accident, stating it was caused by failure to operate the train in 
accordance with signal indications Second: the CofNJ has requested ICC authori- 


ties to install a system of automatic trippers on the approaches of its Newark Bay 














bridge, and is installing so-called ‘‘dead-man”’ controls on passenger locomotives. 





The trippers are designed to stop trains if they proceed in violation of signal in- 
dications. 
+ 


The Kansas City Southern and the Missouri Pacific have won an important 


round in their battle to obtain equitable treatment from taxing bodies in Kansas. 








The state's supreme court, reversing a lower court ruling, has ruled these railroads 
have a valid dispute in their efforts to recover taxes paid under protest.. The case 
revolves around railroad allegations that their property is assessed at 60 per cent 





of actual value, while other property in Kansas is assessed on a far lower ratio. 





The railroads should spend $2 billion annually for capital improvements in 





the future, asserts President Stuart T. Saunders of the Norfolk & Western. The 


stepped-up capital expenditures are required if the railroads are to realize ‘‘any- 
thing like their full potential," he declared. With the pace of technological change 





“accelerating at an ever-increasing rate,"’ he foresees numerous opportunities for 





productive use of capital. 





DECEMBER, 1958 13 





IT PAYS OFF IN LOWERED 
MAINTENANCE COSTS 


cvery lime 


Looking ahead into 1959... 


We know that you are planning how to spend 
increased budgets, now that carloadings are 
steadily climbing. WEED AND BRUSH CON- 
TROL should be near the top of the list, and 
we urge you to plan NOW for adequate pro- 
grams, particularly where it was necessary to 
do less than a normal amount of work during 


1958. 


Let us give you the facts and figures as applied 


to your own conditions. 


The R. H. BOGLE Company 


ee 2 of tae. me 
Memphis. Tenn 


COMPLETE WEED AND BRUSH CONTROL SERVICE 
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Now with the Kershaw Tie Replacer and 
Track Crane, old ties can be taken out, new 
ties inserted and new ties redistributed with 
only two machines and four men. 


The Kershaw Tie Replacer(1) lifts the rail, 
(2) removes old tie, regardless of condition of 
tie or ballast, and (3) scarifies the tie bed. The 
new tie inserter attachment on the Track Crane 
_— then (4) inserts the new tie ready for spiking. 
pose hare: The Track Crane then (5) redistributes ties 
along side of track. At no time during the 
entire operation has the track been raised. 


On a recent test the two machines with 
only 4 men averaged replacing 58 ties per 
hour without humping track. For higher pro- 
duction at lower costs, try the Kershaw Tie 
Replacer and Track Crane. 


et Ne Se . 
ter Is Used When Necessary To Start Ties ° ‘ ° 
to Cemented Galas For further information call or write 


Track Crane Redistributing Ties 
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TRACK anc 
STRUCTURES This is budget time. Budgets covering 1959 work programs have been 


submitted on many roads and are in the final stages of completion on others. 
Each man—from track supervisor to chief engineer—who has a finger in the 
business of preparing budgets has had, or will have, the opportunity of stating 
what he feels is needed. In doing so he is fully aware that what he finally gets 
will be somewhat less that what he asked for. The question in his mind is: How 
much less? 





If you had more money to spend? 














The business prospects for next year will determine the answer to this 
question. The trend right now is upward. That trend has prompted one invest- 
ment service (page 13) to predict an increase of 14 per cent in railroad freight 
revenue ton-miles next year. What holds particular significance for maintenance 
men is the further conclusion by this service that railroads can probably manage 
to defer purchase of new rolling stock for a while longer, but that further deferral 
of maintenance work is unlikely. 










This turn of events was probably in the minds of the Program Committee 
of the Metropolitan Maintenance of Way Club (New York) when it asked 
three M/W officers to discuss, at a recent meeting, the question; If there is an 
increase in my °59 budget where would I spend it? The speakers were J. D. 
Fraser, a division engineer on the New York Central; R. D. Scanlin, a track 
supervisor on the Lehigh Valley; and A. J. Syvertsen, a supervisor of track on 
the Pennsylvania. 











The discussion was revealing in various ways. What impressed a listener 
more than anything else, however, was the revelation that increased budgets 
raise some difficult problems. Mr. Fraser put his finger on the difficulty when he 
said: “It is very easy to have a plan for cutting. You merely defer a job. But 
to increase production or work, you must have some sort of a plan that tells 
us where we can obtain material quickly. Man power can certainly be called 
back but do we have the proper machinery to go ahead on track maintenance 
and do a job that would not conflict with work already in progress .. . ?” 












The need for a plan is, indeed, paramount. It is one thing to take the ad- 
ditional money and allot a bit of it here and a bit there without the benefit of any 
particular strategy except to get more work done. It’s quite another to attack 
the problem with the objective of getting the greatest possible mileage out of 
the additional funds 















As Mr. Fraser implies, this requires a plan. Mr. Syvertsen didn’t offer a 
formal plan but he suggested a general aproach that could be used as the basis for 
one. We should, he said, “spend our budget increases for machinery to give more 
of our men power to do more work.” With the savings thus effected he would 
buy improved materials, such as heat-treated points and crossings, ,and also 
“appliances such as rail lubricators, tie pads and other appurtenances that will 
lengthen the life of the material we install.” 










The logic of this approach is that money spent in accordance with it will 
produce accumulative benefits. As Mr. Syvertsen puts it, the result will be “a 
| sounder railroad physically and financially.” 


co i ae MHD 
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The Kershaw Heavy Duty 
BALLAST REGULATOR 






Either 
Machine 
Seer crerntee Performs 14 
. T Different 
Operations 





































FOR 


ADDITIONAL 
The Kershaw Standard INFORMATION 
BALLAST REGULATOR were 


OR CALL 
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Your Choice of TWO Great 
NO" BALLAST REGULATORS 


Whether your surfacing or ballast 
maintenance needs call for a heavy 
duty or a standard weight machine, 
Kershaw has the Ballast Regulator 
and Scarifier to fit your requirements. 


The Kershaw Heavy Duty Ballast 
Regulator may be used in surfacing 
gangs, for shaping, and regulating, 
and may also be used for de- 
weeding and scarifying the ballast 
shoulder and providing drainage at 
tie ends. It is equipped with heavy 
duty differential axles with enclosed 
drive and a longer wheel base. The 
front axle is spring mounted for 
wheel flange contact with rail even 
on the roughest track. The Heavy 
Duty Ballast Regulator features as 
optional equipment a Road Crossing 
Scarifier which removes dirt or mac- 
adam from road crossings in minutes. 
Track Broom and Snow Blower At- 
tachments also are optional equip- 
ment. 


If your work load does not require a 
heavier machine the Kershaw Stan- 
dard Ballast Regulator is ideal for 
your surfacing and scarifying needs. 
It may be used as a track patrol to 
scarify, de-weed, regulate and shape 
shoulder ballast and with surfacing 
gangs to regulate and distribute 
ballast after unloading ahead of the 
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Year after year, mile after mile conventional rail is being replaced by trouble-free, continuous rail. 


Longer rail life at LESS COST 


44 4a 
“mR IBBONRAIL = 


Leading railroads throughout the nation are bond does away with battered rail ends . . . and 
eliminating the expense of assembling and main- trouble from loose, out-of-line, or worn rail joints is 
taining rail joints. Here are some of the savings now eliminated. 


vossible with LinDE’s RIBBONRAIL SERVICE. . — . : 
E 3. Improves Rail Riding Quality. By reducing 


1. Reduces Overall Maintenance. There are no the operating vibration, continuous rail decreases 


angle bars, bolts, nutlocks, and copper bonds to spillage, and vastly improves riding comfort. 
install or replace. Maintenance on rolling stock is 


LOOK TO “LINDE”... the leader in continuous 


less too. Wear and tear on motor housings, car ; . ae 
rail welding, and plan your RIBBONRAIL SERVICE 


wheels, axles, and bearings is substantially cut down. ; ; 
: program now. Call or write the Railroad Department 
2. Increases Track Life. The smooth continuous of LinpDE CoMPANyY. 


RAILROAD DEPARTMENT 


LINDE COMPANY 


= CORPORATION 


The familiar symbol of over 


30 East 42nd Street, New York 17, New York forty years’ service 

In Canada: LINDE COMPANY, Division of Union Carbide Canada Limited, Toronto eee 
“Linde,” “Oxweld,” and “Union Carbide” are registered trade-marks, and “Ribbonrail” 

is a service mark of Union Carbide Corporation. 
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As its record on dozens of leading railroads clearly indicates, 
the JACKSON TRACK MAINTAINER has had no close rival in its 
dual function of quality production tamping and maintaining 
track of finest characteristics under all conditions. Now, with much 
more powerful tamping motors, more speed, a simplified power 
plant of more than ample capacity and other refinements, it in- 

Perfect consolidation of ballast right under 

the rail and from end of tie to specified creases that wide margin of superiority which lead to its adoption 


distance inside the rail. 


by the great majority of American railway systems. 


Write, wire or phone for the facts and you, too, will recognize the 
JACKSON MAINTAINER as unmistakably the CHAMP FOR 1959. 


JACKSON VIBRATORS INC. 
LUDINGTON MICHIGAN 























RAIL JOINT COMPANY 


DIVISION OF POOR & COMPANY, INC. 
50 CHURCH STREET, NEW YORK 7, N. Y. 
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Reade's Dry Weed Killers 


M/W-8 Dry Weed Killer 


M/W-8 is also a combination of Borate and CMU 
(3-p-Chlorophenyl, 1-1, dimethylurea) in granular 
form, but containing a larger amount of CMU. It 


For Dry Application. . . 


There are many places where Dry Weed Killers 
can be used to advantage by railroads, due to the 
fact that they are easily applied by hand-broad- 
casting, with small spreaders or large equipment. 
Dry weed killers may be used to advantage around 
Yards, Sidings, Stations, Buildings, Bridges, Tres- 
tles, Signals, Fences, etc. 


M/W-4 Dry Weed Killer 


A uniform combination of Borate and CMU (3-p- 
Chloropheny], 1-1, dimethylurea) in granular form. 
It is used for the control of annual and most peren- 
nial weeds and grasses. 


is designed for use in controlling vegetation and 
especially weed growth which is generally con- 
sidered difficult to destroy. In many cases, light 
or spot treatment will show second season benefits. 


Our years of experience as the pioneer company 
in the weed killing field qualifies us to study your 
requirements and provide the formulation best 
suited to your conditions. Suitable equipment for 
the distribution of our Dry Weed Killers is 
available. 


We will welcome the opportunity of reviewing 
with you your weed or brush control program. 


READE 


READE MANUFACTURING CO., INC. JERSEY CITY 2, N. J. 
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is our most useful tool 


The Burlington Lines repair yard at Lin- 
coln, Nebr., takes on some 125 to 170 
freight cars a day, some of them requiring 
minor repairs, but many of them calling 
for a complete rebuilding job. It involves 
work on 175 axles a week as an average— 
quite a materials-handling problem. 


Install Austin-Western Crane. “To 
solve the problem, our operating depart- 
ment installed an Austin-Western crane 
April 1, 1955,” the foreman says. “It 
proved the answer to so many problems 
that in October of that year we ordered a 
second unit for this yard, which has been 
in operation for more than a year.” 


72% saving over manual job. He 
goes on to say: “Transporting a gondola 


ae? ons. 3 oe 
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A-W Hydraulic Crane at work in Burlington Repair Yards at Lincoln, Nebraska. 


This AUSTIN-WESTERN HYDRAULIC CRANE 


car full of brake beams to the storage 
yard, 100 yards away, formerly took three 
men for unloading and two men for mov- 
ing the beams—five men working 8 hours 
per car—a total of 40 man-hours. 

“With the Austin-Western, the operator 
and his helper now do the job in 4 hours 
at a cost of 8 man-hours for the men and 
3 man-hours for 4 hours’ use of the crane, 
a total of 11 man-hours. A saving of 29 
man-hours, in this case, means a better 
than 72% saving over the manual unload- 
ing operation. This Austin-Western Hy- 
draulic Crane is our most useful tool.” 


Extremely versatile. “For transporting 
axles and wheels we use a special sling. 
The operator drops this over the axle and 
hooks it. Then at the end of the run he 





Says the foreman of the Burlington Lines 
repair yard at Lincoln, Nebr. 


releases it. All without getting out of his 
cab. With an 8-ft. manual extension on the 
18-ft. extensible boom, the operator can 
handle steel doors for box cars, often to 
the second track over, thus shortening the 
distance to the car under repair. . . . Un- 
loading steel in almost any form from 
gondola cars is a daily chore of this crane. 
. .. Makes every heavy item in the repair 
yard more accessible and more speedily 
available. ... Its greater precision in plac- 
ing the load or holding a part while being 
welded or fastened is important, as in the 
case of the car doors, which are held in 
exact position. This is a big time-saver.” 

For the complete Burlington story, 
write for Gould Report No. 5607. 


* 
Au st n -We st e r Nn CONSTRUCTION EQUIPMENT DIVISION, AURORA, ILL. Y . 
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Power graders * 


Motor sweepers ° 


Road rollers - 


Hydraulic cranes 
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Automation takes over 


in rail butt-welding 


At Mobile, Ala., the L&N made an average of 
about 10 butt-welds per hour in 132-Ib rail. And 
it achieved this production with a total of only 
eight men who performed all operations involved 
in welding and loading the long rails on flat cars. 
This performance was attributed to the use of 
welding equipment, leased from the National Cyl- 
inder Gas Division of Chemetron Corporation, that 


is largely automatic in operation. 


e@ The long lengths of welded rail 
were coming steadily off the pro- 
duction line and nosing their way 
out onto the rollers on the string of 
flat cars. In this butt-welding oper- 
ation on the Louisville & Nashville 
at Mobile, Ala., only eight men 
could be counted. They were per- 
forming all the operations involved 
in converting 39-ft rails into strings 
1326 ft long and loading them onto 
flat cars ready for transportation to 
the point of use. 

It was apparent that the age of 
automation in butt welding had ar- 
rived. 

At the touch of a push button, 
rails to be welded were lifted from 
a storage bed and placed on powered 
rollers which carried them to the 
electric flash-type welder, largely 
automatic in operation. Among the 
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automatic features of the welder was 
a shear block that removed most of 
the upset metal from each new joint. 
Then, as the welded string was being 
moved forward by a push-button 
operated “pusher” device, the re- 
maining excess metal was removed 
by a grinding machine with automatic 
controls. 

In this operation the L&N was 
welding new 132-lb RE rail into 
lengths of 34 rails. This length was 
dictated by that of an available side 
track at Mobile for loading the 
welded rails on flat cars; otherwise, 
they would have been made some- 
what longer. Except for double 
lengths for use at highway grade 
crossings this is the first butt-welded 
rail to be produced for installation 
on the L&N. The current project 
calls for the production of about 14 


WELDER OPERATOR’S station is ‘‘nerve 
center’’ where push buttons give control 
over most production-line operations. 


track-miles of the long rail, which 
will require about 4000 welds. Early 
next year the welded strings will be 
installed in three stretches between 
Mobile and the Mississippi state line. 
It is expected that a small amount 
will be left over and this will be laid 
near Mississippi City, Miss. 

The welding was being done with 
equipment leased on a_ unit-price 
basis from the National Cylinder 
Gas Division of the Chemetron 
Corporation. Central unit in the 
equipment is a “System Schlatter” 
electric flash resistance welder for 
which Chemetron has obtained ex- 
clusive manufacturing rights in the 
United States from the Swiss firm of 
H. A. Schlatter AG. The agreement 
also covers Canada, Mexico, Central 
America and most of South Am- 
erica. 





The equipment and how it’s vsedy 





Automation in rail welding (cont'd) 





This is the equipment... 


@ In developing a complete butt- 
welding package built around the 
System Schlatter welder the NCG 
Division had several objectives. One 
was to provide for American manu- 
facture of all components, including 
the welder itself. Another was to 
incorporate features in the welder 
that would assure welds of the high- 
est quality with minimum consump- 
tion of current. A third was to pro- 
vide for the use of commercial power 
at locations where it is available. A 
fourth was to develop rail handling, 
grinding and related equipment de- 
signed to make the entire operation 
as nearly automatic as possible. 

To obtain welds of the desired 
quality with minimum consumption 
of power it was necessary to pro- 
vide, for the operation of the welder, 
low-cycle current of low voltage and 
high amperage. But this require- 
ment had to be considered in con- 
junction with the decision to pro- 
vide for the use of commercial 
power. What was required, there- 
fore, was a welding transformer and 
frequency changer capable of con- 
verting 480-volt, 3-phase, 60-cycle 
power into the low-cycle current re- 
quired for the welder. A combina- 
tion of an electronic frequency chan- 
ger and welding transformer proved 
to be the answer to this problem. 
This combination converts the 60- 
cycle current into 10.6-cycle cur- 
rent of about 7 volts and a maximum 
of approximately 90,000 amperes. 
The use of low frequency welding 
current results in a higher over-all 
power factor. 


Grinder uses abrasive belts 


The development of equipment 
for grinding off the excess metal 
from the welds after the major part 
of the upset metal had been sheared 
off in the welder presented a special 
problem. A requirement here was 
that the grinding operation be per- 
formed immediately after the weld 
was made and while the welded 
string was being moved forward to 
position the rail for making the next 
weld. 

The equipment that was devised 
for this operation is said to repre- 
sent the first use of abrasive belts 
instead of wheels for grinding weld- 
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ed joints. Basically, it consists of a 
series of roller-mounted endless belts 
operating longitudinally with the rail. 
They are so arranged that each 
grinds a particular surface of the 
section. Actually there are two 
grinding stations. At the first station 
the sides of the head and underside 
of the base are ground. The second 
station grinds the running surface of 
the head and both edges of the base. 
The contact rollers for those belts 
that grind the sides and running sur- 
face of the rail head are contoured 
for the particular rail section being 
welded. 

Operation of the grinding-belt mo- 
tors is controlled by push buttons. 
But the belts do not come in con- 
tact with the rail until caused to do 


so automatically when a feeler is 
actuated by contact with the excess 
metal on the web of the joint to be 
ground. When this happens air pres- 
sure is exerted through the rollers 
to force the belts against the rail in 
the proper sequence to obtain the 
desired rail finish. 

The “pusher” that was developed 
for shoving the welded strings for- 
ward is motor operated and con- 
sists basically of two opposed end- 
less treads. One tread bears up- 
ward against the base of the welded 
string and the other downward 
against the running head. Alumi- 
num-faced pads are used on the 
latter tread to avoid scarring the rail 
surface. The pusher develops 25,000 
lb thrust and provides for continuous 
motion of the rail at selective vari- 
able speeds in either the forward or 
reverse directions. 








... And here's 


@ The operation on the L&N was 
an example of how the NCG equip- 
ment works in practice. Assembled 
early this year at Rockford, IIl., this 
outfit, as its first assignment, spent 
several months producing welded 
rail for the Great Northern at Havre, 
Mont., under a lease agreement. 
Late in September it was sent to 
Mobile where the contract to produce 
about 4,000 welds was completed 
late in November. For the opera- 
tion at Mobile, where the equipment 
was set-up at a mid-city location, 
commercial power was _ available 


The * 


production 
line from 
start 

to finish 


how it's used 


from a “high line” serving a nearby 
industrial plant. From this line, 
power was delivered to the welder 
through a temporary substation 
placed adjacent to the side track on 
which the welding outfit was parked. 

As set up for operation at Mobile 
the welding equipment consisted, be- 
ginning at the head of the production 
line, of these principal elements: The 
rail feeder car; the welder car; a 
car containing the “Mag shack” (a 
shelter housing Magnaflux testing 
equipment); a_ series of rollers 
mounted on rail stands of graduated 
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Burro crane transfers 39-ft rails from push cars to storage rack Rail 
which they will be fed automatically to the welding production 


is di 











The equipment that was devised 
for feeding rails into the welder in- 
cludes a storage rack, mounted at 
production-line level. Rails on the 
rack rest on two motor-driven end- 
less chains mounted transversely to 
the production line. When the feeder 
mechanism is set in motion by a 
push button at the welder, two mo- 
tor-driven arms on eccentrics lift the 
nearest rail and place it on powered 
rollers that carry it to the welder. 
Simultaneously, the remaining rails 
on the rack are moved forward by 
the endless chains until the next rail 
is in position for transfer to the pro- 
duction line. 

At this point another belt-type 
grinder goes into operation automat- 
ically. Its purpose is to assure proper 
contact of the welding electrodes by 
removing mill scale from small areas 
of the running surface and base near 


the ends of each rail. Operation of 
this grinder is controlled by push 
buttons at the welder, but feelers 
actuated by the rail ends as they pass 
through the machine cause the belts 
to be brought in contact with the 
rail at the proper places. 


Combined in package unit 


In developing this welding equip- 
ment NCG engineers had to keep in 
mind the need for assembling it in 
such form that it could be moved 
about over the railroads and set up 
to form an efficient production line 
at any suitable point. To this end 
the welding unit, the grinding equip- 
ment and the pusher were all 
mounted in a specially designed 60- 
ft all-steel car. To provide ample 
working space and easy access to 
the equipment, one side of the car 


opens up to form a continuous walk- 
way and canopy. The lower half of 
the sidewall provides the walkway 
and the upper half forms the can- 
opy. The storage rack and other 
equipment for feeding rails to the 
welding machine were mounted on a 
flat car. 

In these two cars are provided all 
the equipment necessary to pro- 
duce continuous welded rail at loca- 
tions where commercial power is 
available. To permit the butt-weld- 
ing of rails at locations where it is 
not possible to use commercial 
power a third car containing power- 
generating equipment is available. 
In this car is an 860-hp diesel en- 
gine driving a 480-volt, 3-phase, 60- 
cycle welding generator, a smaller 
diesel generator set for providing 
auxiliary power, and other accessory 
equipment. 








height to bring the welded rail down 
to flat-car level; and the string of 
30-flat cars on which the long rails 
were loaded. 

The rail stands were of heavy 
structural members and were mount- 
ed partly on two flat cars beyond 
the “Mag car” and partly on the 
ground in a gap between these cars 
and the first of the 30 cars. The 
arrangement of the rail stands was 
such that each welded string coming 
from the production line was main- 
tained at a constant elevation for 
several rail lengths beyond the Mag- 
naflux testing station. 

Back at the head end of the pro- 
duction line a series of rollers was 

















Rail is lifted onto powered rollers. This rail 
is drilled for attachment to preceding string. 
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provided at production-line level for 
a distance of about 40 ft back-of the 
rail feeder car. These served as a 
sort of “tail track” in event the Mag- 
naflux testing should give an indica- 
tion of a defective weld. In that 
case it would be necessary to reverse 
the welded string to bring the de- 
fective weld back to the welder for 
cutting and rewelding. Actually, 
however, the welding program had 
been more than half completed be- 
fore any defect in a weld was indi- 
cated by the testing procedure. 
Several months before the weld- 
ing work was scheduled to begin the 
rail to be welded was unloaded and 
stockpiled at a location convenient 


Welder operator checks alinement of 
rail ends in welding machine. 





to the head end of the production 
line. When the welding got under- 
way a Burro crane was used to load 
the rail on two reinforced, heavy- 
duty push cars, move it to a point 
opposite the rail feeder car, and load 
it on the storage rack. Before the 
rails were placed on the rack their 
ends were polished slightly with a 
hand-held grinder to remove a thin 
coating of rust that had formed dur- 
ing the storage period. In the ab- 
sence of rust this operation would 
not be performed and no other pre- 
paratory work on the rails is nec- 
essary. 

The welding production line at 
Mobile was operated two shifts 





The weld is made. Normally a hood 
is lowered during this operation. 





The production line continues b 3 





RF PSO ARS ETE aE: 





Automation in rail welding (cont'd) 
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Running surface and both sides of base are 
ground at second grinding station. 


| First grinding station shapes sides 
of head and underside of base. 


| <@— Production line 


Welded rails are moved forward | a 
backward if necessary) by ‘‘pusher’ 








WELDS look like this after excess metal 
has been removed by shear block. 


daily. The first shift was from 5:30 
am to 2:00 pm and the second was 
from 2:00 pm to 10:30 pm. During 
each shift a half hour was allowed 
for lunch. 

Personnel provided by NCG on 
each shift consisted of two welder 
operators. The contractor also furn- 
ished two men who worked at night 
doing necessary repair and mainten- 
ance work. 

The two welder operators on each 
shift alternated with each other in 
operating the welding machine. Gen- 
erally their practice was to spell 
each other off at about 2-hr inter- 
vals. While one operated the welder 
the other acted as an assistant, help- 
ing in any way necessary to keep 
the production moving smoothly. 

The welder operator’s post is ac- 
tually the control center of the entire 
operation. He not only operates the 
welding machine but also handles 
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the controls for the rail feeder mech- 
anism and the rail pusher. 

Operation of the welding machine 
is an exacting task that involves a 
cycle of steps that occur in rapid suc- 
cession. As a new rail is brought 
into the welder to join the rear end 
of the last rail welded, the operator, 
using straight edges, takes extreme 
care in assuring that the rail ends are 
properly alined. When this has been 
accomplished to his satisfaction he 
lowers the hood and starts the weld- 
ing operation which thereafter takes 
place automatically. 

In the welding procedure there is 
a preheating cycle that brings the 
rail ends to a plastic molten stage. 
At this point 30 tons of pressure are 
applied to squeeze the rail ends to- 
gether for about 10 sec. As the final 
step an instantaneous hammer blow 
of 50 tons is applied that forces any 
foreign matter, gases and surplus 
molten metal from the joint. This 
action is accompanied by a resound- 
ing thump which signifies to the op- 
erator that the process has been 
completed. Immediately, the red-hot 
burr of molten metal is trimmed off 
to a fraction of an inch by the auto- 
matic shear block. The operator, 
using a pair of tongs, removes the 
ring of hot metal and tosses it into 
a pile on the ground beside the car. 
The actual welding operation takes 
place in less than 1% min. 

On the completion of each weld it 
is again checked carefully for aline- 
ment. If it is found to be unsatis- 
factory the rail is cut apart at the 
weld, using an oxy-acetylene cutting 


device clamped to the rail, and the 
joint is rewelded. 

As each welded string of 34 welds 
was completed it was attached to 
the first rail of the following string by 
a rail of standard length. In this 
way the new string was made to 
force the completed length out onto 
the flat cars. Steel straps, or fish 
plates, were used when attaching 
the short rails, and the bolts were in- 
serted in holes provided in the end 
rails for use in making field con- 
nections. 

Except for the two welder opera- 
tors all personnel required for the 
operation of the production line and 
the loading of the long rails is pro- 
vided by the railroad. These other 
operations required only six men on 
each shift at Mobile. They were: 1 
Burro crane operator; 2 Burro crane 
helpers; 1 electric welder; 1 welder 
helper; and | Magnaflux operator. 


Duties of the six men 


Since the loading of the rails on 
the storage rack required only a 
fraction of the time of the crane op- 
erator and helpers these men were 
available part of the time for help- 
ing out wherever they were needed 
along the production line. The pol- 
ishing of the rail ends, for example, 
was done by one of the helpers. 
Also, these men helped in attaching 
and detaching the short rails that 
were used to connect successive long 
strings. 

Two men were required in the 
“Mag shack.” These were the Mag- 
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In “Mag shack” the weld is smoothed in web 
areas in preparation for the testing operation. 





naflux operator and either the welder 
or the welder helper. The latter as- 
sisted in the Magnafiux testing and 
also; along with the Magnaflux op- 
erator, performed a small amount of 
grinding on the welded joints. This 
grinding, which was done with hand- 
held power tools, was carried out 
for the primary purpose of smooth- 
ing the webs and adjacent surfaces 
for the testing operation. This is 
required because these surfaces are 
not ground by the belt grinders. 

At the Magnaflux station a set of 
push buttons is provided that control 
a red and green light at the welder. 
While the testing and grinding is 
being done the red light is on. When 
this work has been completed on a 
joint the button is pushed to light 
the green light, signifying to the 
welder operator that he can place 
the pusher in operation. 

Weld production of the outfit at 
Mobile averaged about 10 joints per 
hour of continuous operation. At 
times, however, the production ran 
considerably higher than this figure. 
The highest production for a single 
two-shift day was 180 welds. 


Twelve strings on each train 


For use in connection with the 
welding project the L&N prepared 
two strings of 50-ft flat cars to re- 
ceive the long rails. The welding 
operation could thus proceed con- 
tinuously while one string was being 
unloaded in the field. Preparatory 
work done on the cars included the 
installation of a set of rollers on each 
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car. Each set was divided into 12 
sections, separated by plate dia- 
phragms, thus giving the cars a ca- 
pacity of 12 strings of long rails. 
Filler blocks made of steel plates 
are applied at the couplings to elim- 
inate slack in moving the cars of 
rails. 

Near the center of each string of 
cars was provided a set of plates and 
bolts by means of which the long 
rails could be clamped in position 
to prevent longitudinal movement 
while the cars were in motion. On 
the end car of each string a remov- 
able bulkhead of heavy steel mem- 
bers was provided as a further pre- 
caution against longitudinal move- 
ment of the rails. 

During the welding operation the 
end of the long rail being welded was 
fitted with a special shoe to facilitate 
its movement over the decks of the 
flat cars. One of the six men pro- 
vided by the railroad was stationed 
on the flat cars to guide the rail 
across the proper rollers. This man 
was either the welder or the welder 
helper, whichever was not engaged at 
the moment at the Magnaflux testing 
station. 

All matters connected with the 
rail welding work on the L&N are 
under the general supervision of H. 
C. Forman, chief engineer, and Ed- 
ward Wise, Jr., engineer mainten- 
ance of way. In direct charge of the 
welding operation was C. T. Yar- 
brough, division engineer at Mobile. 
H. B. Lewis, assistant division en- 
gineer, supervised the work on the 
ground. 


Testing of welds is done with Magnafiux equip- 
ment. Operators had training at Magnafiux plant. 







A finished weld 


















































THE WELDED STRINGS, each made up of 34 
standard-length rails, were loaded di- 
rectly onto roller-equipped fiat cars. Note 
second string of flat cars at left. 
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OPERATC 
all move 


FLANGED dolly wheels are raised or lowered in a ver- 
tical plane by a screw jack at each wheel. 


HOIST can be removed from the track at any level place. A full-reversing 
mission allows a speed of 35 mph in both directions on either highway or rail 


The Rock Island looks for big 
savings from a specially engi- 


This road-rail hoist : ta 


neered truck-mounted hoist 
equipped with flanged wheels. 
Primarily designed for bridge re- 
pair and renewal work, it is ca- 
pable of doing a variety of jobs. 


e In the fall of 1957 the Rock 
Island’s chief engineer, W. B. Throck- 
morton, assigned a job to P. J. Calza, 
its engineer of utilities. The job: 
Develop a versatile hoist, capable of 
operating both on and off the track, 
that will enable the bridge and build- 
ing forces to produce more work and 
thus reduce costs. 

What Mr. Throckmorton had in 
mind primarily was the need for a 
machine that would simplify and 
speed up the work of renewing tim- 
ber stringers, bridge ties and similar 
members in both timber and steel 
bridges, but not so specialized that it 
could not be used for other railroad 
work. 

The result is a 7-ton, truck-mount- 
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ed hoist equipped with flanged 
wheels, which has already proved it- 
self in service, according to the road’s 
officers. It was engineered and de- 
veloped by the Schield-Bantam Com- 
pany, Waverly, Iowa, working in col- 
laboration with Mr. Calza. Here are 
some of the features of the machine: 

(1) A maximum capacity of 7 
tons without the use of outriggers. 

(2) An operating capacity of 212 
tons at a radius of 22 ft with the 
ability to swing and move forward 
or backward under this load. 

(3) Rubber-tired wheels, as well 
as flanged dolly wheels, set to stand- 
ard railroad gage. 

(4) Remote control operation of 
all movements of both carriage and 
hoist from the hoist cab. 

(5) Full 360-deg vision from the 
hoist cab. 

(6) A full reversing transmission 
which permits equal speeds both for- 
ward and backward on either rail- 
road or highway. 

(7) Dolly wheels and outriggers 
that are mechanically operated in 
order to cut maintenance and elimi- 


nate “costly automatic equipment.” 

(8) Accessory equipment for ver- 
satility, including %-yd bucket and 
a ¥%-yd clamshell. Also a standard 
backhoe attachment is available for 
use if ever deemed necessary. 


Reason for 7 tons capacity 


Operation of 7-ton off-track hoists 
with the road’s composite bridge and 
building-water service crews had 
demonstrated that a hoist with a 7- 
ton maximum capacity was adequate 
for most repair and renewal jobs on 
trestles and bridge decks. The oper- 
ating capacity of 22 tons at a radius 
of 22 ft was established as giving the 
optimum range needed on the types 
of work which the machine would 
be called upon to do. The require- 
ment of full mobility at this capacity 
and radius insured maximum capa- 
bility on the job. 

The road-rail hoist is actually a 
Schield-Bantam T-35 mounted on a 
highway carrier adapted to operation 
on railroad tracks. The front wheels 
and the inside wheels of the rear dou- 
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ble tandem are set to operate on top 
of the rails when the flanged wheels 
are in operating position. All six 
rubber-tired wheels are drive wheels. 
The four flanged dolly wheels are set 
at the front and rear of the carriage. 
They are raised or lowered in a verti- 
cal plane by means of a mechanically 
operated 15-ton jack at each wheel. 
When the hoist is operating on the 
track its 21,000-Ib weight is distrib- 
uted 70 per cent to the rubber-tired 
wheels and 30 per cent to the flanged 
wheels. 

Two sets of outriggers are provid- 
ed, one at the middle of the carrier, 
and the other at the rear. They may 
be extended a maximum distance of 
four feet and are controlled by me- 
chanical screw jacks. 


Why equal speed in reverse 


The carrier has a top speed of 35 
mph both forward or backward and 
for either highway or track opera- 
tion. The feature of equal speed in 
forward and reverse was considered 
essential since the hoist was designed 
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OPERATOR in cab of hoist has full 360-deg vision and can control 
all movements of both carriage and hoist from this location. Mo- 
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to operate on the tracks. This meant 
that, in order to have the maximum 
amount of time on the job, the ma- 
chine had to be able to move into 
the clear as fast backwards as it 
moves to the job frontwards. It can 
be placed on, or removed from, the 
track at any highway crossing or 
level stretch of ground. 

The hoist has a 25-ft two-piece 
boom that can be extended to a max- 
imum of 60 ft in 5 or 10-ft incre- 
ments. A boom length of 35 ft is 
normally used. Two sheaves are pro- 
vided at the tip for the operation of 
two live lines. Future machines, 
however, will be equipped with three 
sheaves at the tip of the boom. 

In addition to the drag bucket and 
clamshell the hoist is furnished with 
rail tongs, timber hooks and cable 
slings to give it a wide range of ver- 
satility. Additional accessories to do 
other work, such as pile driving and 
backhoe work, are under considera- 
tion. 

Planning on the new hoist com- 
menced in September 1957. It was 
ready for service on July 1, 1958. 


tons at a radius of 22 ft. Maximum capacity is 7 tons without outriggers. 


is tailor-made for RR bridge jobs 


Possession was taken by the railroad 
on July 30 and the machine was 
moved to Toddville, Iowa, for its 
first job. On July 31 it was assem- 
bled and greased preparatory to un- 
dertaking the replacement of string- 
ers on Bridge 99 on August 1 (see 
next page). 

Engineering officers of the Rock 
Island express themselves as being 
highly pleased with the performance 
of the machine on its first job and on 
subsequent work. On September 4, 
a meeting was held at Kansas City 
for the purpose of introducing the 
machine to the road’s division engi- 
neers and master carpenters. The 
highlight of this meeting was a mov- 
ing picture showing the hoist in ac- 
tion on one of the jobs accomplished 
during the first month of its opera- 
tion. Primary purpose of the meet- 
ing was to demonstrate the capabil- 
ities of the hoist and to obtain ideas 
as to how it could be utilized to best 
advantage. 

Engineering department officers 
of Rock Island feel that they could 
effectively use more of these hoists. 








Jobs it can do » 





Tailor-made road-rail hoist (cont'd) 
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it handles a variety of jobs for 
the bridge department 


Here’s how it’s used to change out 
stringers in a timber trestle 
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e Bridge No. 99 on the Rock 
Island division at Toddville, Iowa, 
needed new stringers. It is a single- 
track, open-deck pile trestle consist- 
ing of ten 14-ft panels. Stringers 
were 8-in by 16-in members bolted 
together with staggered butt-joints to 
form 4-ply chords in lengths of 28 ft, 
or two panels. They are fastened to 
the bents by drift pins into each cap. 
One of these chords 28 ft long weighs 
approximately 4000 Ib. 

The plan was to replace the four 
untreated fir stringers comprising the 
chord under each rail with three cre- 
osote-treated fir stringers. The re- 
duction in timber was called for by 
revised standards of the railroad for 
this type of structure on light loaded 
lines. 
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Here’s how it was done: 

Preparatory to the actual work the 
new timbers were framed to the ex- 
act length and the cut ends were 
painted with creosote. Stringers for 
the entire left chord of the bridge, 
which were to be inserted first, were 
then piled on three push cars, the 
first timber required being placed on 
top. The push cars with the stringers 
were then shoved ahead of the ma- 
chine to a point just off the bridge. 

The stringers of the left chord were 
changed out first in this sequence of 
six steps: 

Step 1—All drift bolts holding 
the left chord to the caps were re- 
moved. 

Step 2—The chord was cut over 
every second bent, thus dividing it 






@ 


Old timber chords} 


into 28-ft lengths, each spanning two 
panels. The cut was made 2 in be- 
yond the center of the cap. This gave 
adequate end room for installing the 
new stringers. 

Step 3—The left side of the deck 
was then raised, using the hoist, and 
blocked with 4-in by 4-in by 19-in 
blocks placed between a bridge tie 
and cap at each of three bents, thus 
clearing a 28-ft section of chord. 

Step 4—With the road-rail hoist 
operating from the track over the 
adjacent panel on the bridge, a 28-ft 
section of the old chord was swung 
out from under the ties, hauled to the 
end of the bridge and deposited on 
the bank. 

Step 5—Returning, the hoist 
reached across the two panels from 
which the chord had been removed 
to start removing the new timbers 
from the push cars. The top mem- 
ber was lifted by the hoist and placed 
on the caps. The second and third 
stringers followed. They were not, 
however, placed in final position’ un- 
der the rail at this time. 

Step 6—The blocks under the 
ties were removed, dropping the deck 
onto the newly placed stringers. 

While these steps were being re- 
peated in the next two panels, the 
new stringers in the first two panels 
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A bundle of ties is handled inh 
position on bridge re-decking job, 














CLAMSHELL WORK 
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come out of bridge 


were worked into place under the 
rail to final position and holes drilled 
for the chord bolts. No packing 
washers were used, the stringers be- 
ing placed tight against each other. 

These steps were repeated until 
the opposite end of the bridge was 
reached. 

The new stringers under the left 
rail were in place and in process of 
being bolted up 4 hr after starting the 
job. The work of bolting these chords 
was completed before renewal of the 
stringers on the right side of the 
bridge was commenced. 

The removed chords were picked 
up from the bank and hauled into 
Toddville where the bolts were cut, 
good timber salvaged and the re- 
mainder burned. 

Benefiting from its experience with 
the hoist and the method of operation 
used on the left side, the crew had 
new stringers on the right side in 
place under the rail 1 hr 30 min after 
starting work on this side. 

This job was carried out by an 
extra bridge crew composed of a 
foreman and six men. The gang had 
not seen the new hoist until it ar- 
rived at Toddville to do the job. In 
addition, this was the first job for the 
foreman of the crew since his ap- 
pointment as foreman. 
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Bridge end is backfilled with 
3¥/,-yd all-purpose bucket. 











































The crane removes rail from 90-ft 
preparatory to renewing the ties. 


bridge 


RAIL HANDLING 


in two-panel lengths 
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TWO-PANEL, four-ply chord weighing 4000 Ib, is removed in one piece by hoist. 
New stringers are placed on the caps singly, worked under the rail and then bolted up. 
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Prestressed 
concrete 


| What it is—how it’s used 


Almost unheard of a few years ago, pre- 
stressed concrete is rapidly coming into com- 
mon use in railroad bridges. In this article, 
based on an address presented before the 
Bridge & Building Association, Mr. Nicholson 
explains its special properties and describes 
several types of prestressed bridges. 


@ Coming into use in the United 
States within the last few years, pre- 
stressed concrete is already recog- 
nized as one of the great advances in 
construction of the twentieth century. 
Prestressed concrete provides build- 
ers with a material of superb 
strength, adaptability and economy. 

Although the application is new, 
the principle of prestressing is old. 
The first patent for prestressed con- 
crete was issued in 1886 to a San 
Francisco engineer named Jackson 


who realized that, if he could place 
all the concrete in a beam into com- 
pression, he could carry greater loads 
with the same size beam. 
Unfortunately his system did not 
work, because in time the concrete 
shrank to the point where his bar, 
made of ordinary steel, lost its tension 
and no longer compressed the con- 
crete. Today, however, we have 
high-tensile steel which can be 
stretched enough to keep most of 
its tension even after the full shrink- 


age of the concrete has taken place. 

To understand the principles of 
prestressed concrete, we will have to 
turn to the simple theory of struc- 
tures. A beam placed across two sup- 
ports will deflect downward under a 
load. The concrete along the top of 
the beam is “squeezed” by compres- 
sive forces, and the concrete along 
the bottom is “stretched” by tensile 
forces. 

It must be kept in mind that, while 
the compressive strength of concrete 
is quite high, its tensile strength is 
low. 

In a conventional reinforced con- 
crete beam, the reinforcement is 
placed in the bottom of the member 
to resist the concentration of tensile 
forces in this area. 

The concrete must crack before 
the tensile steel is stressed appre- 
ciably. As a matter of fact, about 
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Drain hole 


span is at right. 
‘ curb 
LEFT—The single- 
span prestressed 
portion consists of 
“ two solid concrete 
rip slot slabs like this. 


CB&Q... 
@ Flat precast slabs 


An event took place on March 11, 
1954, that promises to influence 
greatly future bridge construction 
on American railroads. It was the 
construction of the first prestressed 
concrete railroad trestle in this coun- 
try.* This new type of bridge deck, 
used by the Chicago Burlington & 
Quincy at Hunnewell, Mo., was a di- 
rect result of precast-prestressed tres- 
tle slab studies made by the research 
staff of the Association of American 
Railroads. 

The single span, 19 ft center to 
center of bearings, consists of two 
flat precast slabs each 7 ft wide, 18 
in deep and 19 ft 11% in. in overall 
length. A ballast curb was cast in- 
tegrally with the two slabs and pro- 
vision for drainage was made by slop- 
ing the deck surface and installing 
two drain pipe outlets along the 
curb. 

The slabs were designed for E-72 
loading plus full impact as prescribed 
by specifications of the American 
Railway Engineering Association. 





* A detailed article describing this 
bridge appeared in RT«S for April, 1955. 
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one-third of the concrete in a rec- 
tangular beam with conventional re- 
inforcement is assumed to carry 
stress. It is assumed that approxi- 
mately the bottom two-thirds will 
crack under load, and therefore will 
not contribute to the beam’s struc- 
tural strength. 

In prestressed concrete we “pre”’- 
compress the concrete before the 
superimposed loads are applied and 
then, when loads are imposed, the 
concrete in the entire beam remains 
in compression. This means that all 
the concrete is helping to support the 
working load. 

There are two basic types of pre- 
stressing — “pretensioning” and 
“post-tensioning.” In pretensioning, 
high-tensile steel is stretched between 
fixed points before the concrete is 
placed. Concrete is then placed and 
cured and, after sufficient strength is 


in railroad bridges 


attained, the stretched steel is re- 
leased and the force is transferred to 
the concrete. 

In post-tensioning, the concrete is 
cast around but not in contact with 
the unstretched ’ high-tensile steel. 
After the concrete has cured and 
attained sufficient strength, the steel 
is stretched and the force is trans- 
ferred to the concrete by attaching 
plates to the end of the steel. 

Here are some of the things pre- 
stressing does: 

(1) Makes possible the economi- 
cal use of high-strength concrete. 

(2) Makes crackless concrete pos- 
sible, which is conducive to greater 
durability under severe conditions of 
exposure. 

(3) Makes it possible to use thin- 
web concrete members of I- and T- 
sections, thus realizing considerable 
savings. 


By Leo P. Nicholson 
Railway Representative 
Portland Cement Association 
Chicago 


(4) Allows a reduction in the 
depth of beams and girders and the 
thickness of slabs, thus affording 
greater underclearance. 

(5) Results in very stiff members 
at working load and there is good re- 
covery of deflections caused by over- 
loads. 

(6) Reduces the effects of shear 
and diagonal tension. 

(7) Makes the entire cross-section 
of the concrete available for resisting 
moment prior to cracking. 

(8) Automatically proof-tests a 
member because under maximum 
conditions of loading the stress in 
the steel and concrete will seldom 
exceed that produced by the initial 
prestress. 

(9) Makes it possible to greatly 
increase economical span lengths and 
can be designed to fit a greater variety 
of job requirements. 





Southern... 
@ Beams with voids 


Two prestressed double-track tres- 
tles—one two-span and one three- 
span—were built by the Southern in 
1957. The three-span structure has 
26-ft 11-in pretensioned box-shaped 
beams. The beams are 2 ft 5 in wide 
by 2 ft 4 in high with 15-in diameter 
voids. Each beam contains 48 pre- 
stressing strands # in. in diameter. 
Each span consists of 12 beams, re- 
sulting in a span width of 29 ft. Pre- 
cast concrete curbs 8 in by 10 in were 
bolted to the outside beams in 9-ft 
sections. Small V-shaped grooves be- 
tween the boxes were filled with 
hemp and an asphalt mastic before 
the waterproofing membrane was ap- 
plied. 

The cross-sectional dimensions of 
the beams in the two-span structure 
are the same as those in the three- 
span trestle. These beams are 22 ft 
11 in long and have 41 prestressing 
strands. 

A live load of E-60 and an impact 
of 67 per cent were used in the de- 
sign. The load was assumed to be 
uniformly distributed over 9 ft 8 in, 
or four beams. 
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TWO-SPAN concrete trestle on Southern. 





lt was erected without interrupting traffic. 
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ASSUMPTION is that load is uniformly distributed over four beams, or 9 ft 8 in. 








Four more types ; 

















Prestressed concrete bridges (cont'd) 
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DECK SLABS are 25 ft long. They were barged to site and erected by a 100-ton crane. 








Galv. Term. ... 


@ Slabs with voids 

Pelican Island Causeway is a com- 
bination railway-highway structure 
that connects Pelican Island with 
Galveston, Tex. The railroad deck 
carries the Galveston Terminal Rail- 
road. This part of the structure con- 
sists of 84 pretensioned slabs each 
25 ft long. Each slab is 10 ft 6 in 
wide by 2 ft 8 in high, with four 20-in 
diameter voids in each slab. 

Slabs were transported from the 
casting yard in Pasadena, Tex., by 
truck and barged to the bridge site 
some 50 miles away. 

Specifications called for a static 
load test to destruction of one of the: 
railway deck slabs. It was required 
that there be no evidence of crack- 
ing before 90 per cent of the designed 
cracking load of 300 kips was 
reached. The first crack was noticed 
at 360 kips—20 per cent over the 
designed cracking load. Specifica- 
tions required that the slabs carry a 
breaking load of 420 kips at mid- 
span. Loading was continued to 460 
kips, and the slab still had not 
broken. 








STRUCTURE on Santa Fe in California has beams 34 ft 10 in long. Width is 76 ft 9 in. 
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SHEAR KEYS of dry-packed concrete grout provide for transfer of load between beams. 
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Santa Fe... 


@ Box-type beams 

@ Rectangular voids 

@ Load transfer 

In March, 1958, a two-span, five- 
track prestressed concrete bridge was 
built for the Santa Fe over “C” Street 
in Colton, Cal. Each span consists of 
19 pretensioned box girders, result- 
ing in a span width of 76 ft 9 in. The 
girders, 48 in wide by 38 in deep by 
34 ft 10 in long, have rectangular 
center voids. They each have 44 
strands of ¥%-in diameter wire. One 
transverse 114-in diameter steel rod 
per span and a dry-packed concrete 
grout shear key provide the transfer 
of load from beam to beam. 

The bridge was designed in accord- 
ance with AREA specifications and 
Bureau of Public Roads criteria. De- 
sign live load was E-65 and an im- 
pact factor of 60.8 was used. A three- 
ply, hot-mopped asphalt membrane 
was placed over the top of the finished 
deck and then covered with 1%-in 
asphalt plank and rock ballast. 

The girders were precast else- 
where and trucked to the site. 
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Santa Fe... 

@ T-shaped beams 

A number of records were broken 
in 1957 in the construction of the Air 
Force Academy, Colorado Springs, 
Colo. One of the most important and 
far-reaching is a new U. S. record for 
prestressed railroad bridge spans set 
by two bridges 144 ft long, built on 
the academy grounds for the Santa 
Fe. The bridges eliminate grade 
crossings at the entrances to the main 
academy grounds. 

Each of the railroad bridges * car- 
ries a single track on two 70-ft sim- 
ply supported spans. The girders 
were designed for E-72 loading plus 
a live load impact factor of 50.8 per 
cent. The required concrete cylinder 
strength at 28 days was 5,500 psi. 
Strength at time of prestressing was 
required to be 4,500 psi and the max- 
imum permissible compressive stress 
at time of prestressing was 2,475 psi. 
The 1,180-kip prestressing force was 
applied through 11 tendons each 
composed of sixteen 14-in wires. 





* A detailed description of these bridges 
was published in RT&S for January 1958. 


ABOVE—Span length 
of prestressed 
bridges on Santa Fe 
in Colorado is 70 ft. 


RIGHT —The girders 
were erected with a 
gantry crane and the 
concrete deck was 
poured in place. 
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C&NW ... 


@ Box-type beams 

e@ Circular voids 

@ Load transfer 

The first prestressed concrete rail- 
way bridge in the Midwest was 
erected in 1958 for the Chicago & 
North Western at Allouez, Wis. This 
36-ft 6-in, single-span bridge consists 
of six rectangular box girders with 
circular voids. 

Deck members were cast elsewhere 
and trucked to the site. They were 
assembled and lateral post-tension- 
ing applied. Shear keys and post- 
tensioning cables were grouted and 
the deck covered with three-ply 
water-proof membrane and 114-in 
asphalt plank. After curing and 
waterproofing, the ballast and track 
were installed on the deck slab. In- 
dividual beams were both preten- 
sioned and post-tensioned longitud- 
inally. Sixteen strands 7/16 in. in 
diameter were used for pretensioning 
and two cables (12 by 0.276) were 
used for post-tensioning. The as- 
sembled span was rolled into place 
as a unit. 
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ABOVE — Bridge on 
C&NW was assem- 
bled and rolled into 
final position as com- 
plete unit. 


RIGHT — Individual 
beams were both 
pretensioned and 
post-tensioned long- 
itudinally. 
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What's ahead 
for crossties? 


Members of the Railway Tie Association, meet- 
ing at Memphis late in October, faced some hard 
facts. One was the declining trend in tie installa- 
tions. Another was contained in a prediction that 
tie renewals would sink to even lower levels. 


e@ Tie renewals have been declining 
for years. This overall trend has 
been going on for nearly four dec- 
ades. True, there have been years 
or brief periods when the curve has 
turned upward slightly, but these 
have been more than cancelled out 
by subsequent continuation of the 
general trend. 

Which way will the tie-renewal 
curve go in the future? Is the curve 
in a trough now, presaging an up- 
ward trend later on? Or will the 
downward trend continue? If so, will 
it eventually flatten out? 

The answers to these questions are 
important to the railroads. But they 
are even more important to another 
group of companies—the tie pro- 
ducers. To these companies the 
downtrend in tie renewals is a grim 
fact. Even more grim, however, were 
some predictions laid before them at 
Memphis, Tenn., late in October. 
The occasion was the annual con- 
vention of the Railway Tie Associa- 
tion. 

Since the association was cele- 
brating its fortieth anniversary, there 
was considerable reminiscing along 
historical lines. But there were also 
some attempts by speakers to look 
into the future, and what they saw 
was anything but comforting to the 
tie-producing companies. Here, in 
brief, is the dark picture painted by 
two speakers: 

Short range—Crosstie installations 
in 1959 of only 20,707,000 ties. 

Long range—A continuing down- 
trend in tie renewals until they 
reach the area of 16 to 19 million 
ties per year. 

The estimate of 1959 tie installa- 
tions was contained in tabulations 
accompanying an address by O. O. 
Albritton, chairman of the Purchases 
and Stores Division, AAR. Mr. Al- 
britton is vice-president, purchases 


and stores, of the Illinois Central. 
His forecast did not “paint the kind 
of a picture that people in the tie 
industry would like to see during the 
months immediately ahead.” But 
he had this one hopeful comment: 
“However, you so well know this sit- 
uation can and will change rapidly 
with even a limited improvement in 
railroad income.” 

The prediction that tie renewals 
would sink to the level of 16 to 19 
million annually was made by L. C. 
Collister, manager tie and timber 
treating dept., Santa Fe System. 

In presenting data to show the de- 
clining trend of railroad crosstie re- 
newals, Mr. Collister pointed out 
that renewals on U. S. roads in 1957 
were only 67 per mile, while on the 
Santa Fe they were only 53 per mile, 
and still declining. He believes the 
downward trend will continue until 
the average tie renewals get to 50-60 
ties per mile per year. “This will 
mean, based on today’s mileage of 





New developments coming 
in wood preservation 


“The treating industry is just be- 
ginning to make new strides in the 
preservation of wood. You are aware 
of the work done by the Denver & 
Rio Grande Western under the 
leadership of Ray McBrian (director 
of research) in an effort to make 
hardwoods from softwoods through 
atomic radiation. An impregnant is 
being sought that will harden when 
irradiated. We are in the midst of a 
program endeavoring to treat re- 
fractive species with sonics, and | 
understand there has been a break- 
through in the ability to bond the tie 
plate to the tie. 

“All of the above will tend to 
further prolong tie life." — L. C. 
Collister. 





321,673, (renewals of) 16-19 mil- 
lion ties per year...” 

“This isn’t a good picture to bring 
to any industry because we all like 
to think of growing,” said Mr. Col- 
lister. “However, indications are 
that, with CTC, possible mergers, 
and abandonment of non-paying 
branch lines, the present mileage 
will be reduced considerably.” 

Mr. Collister disputed statements 
that reduced tie renewals have pro- 
duced substandard track conditions, 
and that the life of crossties in track 
is determined primarily by railroad 
earnings. 

“I believe now, more than ever,” 
he said, “that the life of a crosstie in 
track is a function of wood quality, 
preservative treatment and_ track 
construction,” rather than earnings 
and other financial considerations. 

Noting “many looks of doubt” on 
the faces of his audience, Mr. Col- 
lister outlined what is happening on 
the Santa Fe. Since 1950, this road 
has been carrying out an inspection 
program using trained men to mark 
ties for renewal. “This means that 
a more careful look has been given 
to ties in the last eight years.” 

As a result of this “careful look,” 
the railroad found, said Mr. Collis- 
ter, “and I'd venture to say other 
railroads have also found, we were 
taking ties out because they had 
reached a given age, regardless of 
condition. Stop and consider that 
each additional year of service life 
on ties in only 100 miles of track is 
worth $90,000. This picture causes 
one to take a closer look, and we 
found and are finding, ‘characters’ 
that look rough and yet are still 
sound, which would have come out 
from the first look. 

“We are in the final stages of 
transition from softwood to hard- 
wood ties. We have mechanized our 
tie-renewal program, we are using 
heavier rail, larger plates and better 
ballast, and we are dieselized. All 
of these factors are beneficial to the 
tie life.” 

Mr. Collister then noted that the 
Santa Fe is vapor drying all its ties, 
which is expected to minimize decay 
and checking and splitting. 

Summarizing, he said: “Tie life 
will increase due to factors men- 
tioned above, and with the continued 
decrease in miles of maintained 
track, tie production will continue 
to decline.” 


| 
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Operator stops Trakliner at joints, 
centers and quarters to move track 
« to correct position. At each of these 

ta” points the track is moved in either 
direction, as required, to bring the 
indicator pointer to zero. 





kK 
lines poth tangent trac 





Quick, lower cost lining of curves and tangent track is now 
possible with the Nordberg Line Indicator. Using the well- 
known Trakliner® as a central unit, this new “Mechanical 
Muscle” does the complete job of sighting and lining track. 


Sighting is accomplished with a 120-ft. length of wire. 
This wire is mounted on a moving assembly consisting of 
two 4-wheeled buggies which are maintained at proper dis- 
tance from the Trakliner by lengths of tubing. One of the 
buggies is located 100’ ahead of the Trakliner and the other 
20’ behind it. An indicator, mounted on a small carriage, is 


° * . * The single strand of wire used in the “Line Indicator” is 
placed directly beneath the Trakliner m full view of the carried in a fixed position and passes through the indi- 
operator. If the track is out of line in relation to the reference cator at the Trakliner as shown above. If the track is 

* + 4s . . out of line, the amount of deviation is shown’ by the 
bay the amount of deviation is shown by a pointer on the pointer. Prior to lining, the reference wire is ps Bie 
indicator. The Trakliner then makes the correction. adjusted so it is equally distant from the gage side of the 

Bt : : line rail at the front and rear buggies, and at the pointer 
Under average conditions, the Nordberg Line Indicator carriage. Note arrangement of unit in diagram below. 


and Trakliner will line a rail length of tangent track in two 
minutes or less. In lining curves, two “‘passes’’ around the 
curve are made. The first, to obtain original ‘‘ordinates”’ = aia ae 
and the second, to line to the desired final ordinates. A re- —_— . 
cently ballasted, one-degree curve, 4900 feet long, was lined = 
by this method in only four hours. 


‘ 
ma 
A Trakliner operator and a man to adjust the pointer meas cammact oa oreebron macnn spacts mont cata 
scale are all the crew that is required . . . together they can 
easily remove the light-weight buggies and tubular sections, 
as well as the Trakliner, from the track. 
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CLOSED-CIRCUIT television on Delaware & Hudson at Cohoes, N. Y., 
tells crossing tender when to lower gates at a nearby crossing. 
The monitor gives a picture of switching engines approaching the 
main line from an industrial spur track a half mile away. 


News 
briefs 
in 


pictures 


BUTT WELDS are being made in track by the C&O to test a process developed by Camille 
ermique rail welding, it involves igniting 








CERAMIX, a new type of wall surfacing finish, was applied on both 
interior and exterior walls of the Long Island’s Wyandanch station. 
The coating is an epoxy glaze which is said to be a non-oxidizing 
material that cures to a glass-like impervious finish. 


Caen call 





a@ patented compound placed in a hopper over a mold around the rail ends. The mixture 
becomes molten and flows into the mold to fuse with the pre-heated rail ends. 


| Boutet, a French engineer. Called 
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A NUCLEAR POWERED switch lamp has 
been installed by the Pennsylvania to de- 
termine the adequacy of its light inten- 
sity under service conditions. The lamp, 
manufactured by the U. S. Radium Corpo- 
ration, utilizes radioactive Krypton 85 
gas. The gas reacts with a phosphorescent 
coating to produce a glow which is ex- 
pected to last effectively until 1969 with- 
out refueling. The self-contained lamp is 
12 in square, and has glass lenses, two 
red and two green. It is made of heavy 
steel plates welded together to form a 
tightly sealed case. Behind each len’ is a 
glass bulb, about 3/, in. in diameter, which 
contains the radioactive gas. Said C. J. 
Henry, the road’s chief engineer: “At 
present it costs us about $900,000 a year 
jyst to service our 14,000 kerosene and 
electric switch lamps, so a nuclear lamp 
which requires almost no maintenance 
could mean substantial savings.’”’ The nu- 
clear switch lamp is installed near the 
road's test laboratories in Altoona, Pa. 
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diesel hydraulic 
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See Orton’s advertisement next month for de- 
tails of this completely revolutionary engineer- 
ing achievement. See really low maintenance, 
elimination of open gearing, and many more 
remarkable design and engineering features. 


another Orton FIRST. ..in 52 years of leadership 


For advance facts, write or call: 


OFrTtTOR. crrxe ave | 


mes «(SO OVEL CO. 


608 S. Dearborn Street i 
CHICAGO 5, ILLINOIS 


THRE MOST POWERFUL NAME IN CRANES 
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More power for 1959... 


Track maintainer 


THE 1959 MODEL of the Jackson Track 
Maintainer, now in production, incorpor- 
ates a number of improvements, according 
to an announcement by M. S. Westlund. 
vice-president of the company. Among the 
major changes from the 1958 model are 
much more powerful vibratory motors 
which are said to deliver 6000-lb blows 
at the rate of 4200 per minute to the 
tamping bars. Electric current is now 
supplied by a new single-generator sim- 


plified power plant of more than ample 
capacity, it is said. According to the an- 
nouncement, the increased vibratory 
energy produced by the larger motors 
materially speeds the machine’s ability to 
consolidate ballast uniformly over the en- 
tire range of production tamping and re- 
sults in appreciable gains in footage since, 
it is said, fewer insertions of the tamping 
blades are required. 

Also, a spot-tamping jack assembly, 
controlled by the operator, is offered op- 
tionally on the 1959 model. Jackson Vi- 
brators, Inc., Dept. RTS, Ludington, Mich. 








Tie inserter added to... 


Track crane 


TIES can now be inserted in track by the 
Kershaw Track Crane, according to the 
manufacturer. The crane has the tie-in- 
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serting mechanism built into it. The ma- 
chine is also used to redistribute new ties, 
pick up surplus old or new ties, or stack 
old ties into piles. Kershaw Manufactur- 
ing Company, Dept. RTS, Montgomery, 
Ala. 











Fast drilling claimed for . . 


Air hammer 


EXPANSION anchors can be quickly set 
into masonry with the use of a new com- 
pact, light weight air hammer, according 
to the manufacturer. The Model SP-500 
weighs 4 Ib and has a metering trigger for 
controlling blows from 0 to 2200. It op- 
erates on 11 cfm at 90 psi. The hammer 
can set anchors up to % in. in diameter, it 
is claimed. Superior Pneumatic & Manu- 
facturing, Inc., Dept. RTS, 4758 Warner 
Rd., Cleveland 25, Ohio. 
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Light weight is feature of .. . 
Air compressor 


WEIGHING 2250 Ib the Le Roi 125 cfm 
rotary portable air compressor is claimed 
to be the lightest and slowest (1600 rpm) 
of its type on the market. It is the fourth 
of the manufacturer’s new line of rotary 
air compressors. The new 125RG2 is 
rated at 125 cfm of free air compressed 
to 100 psi. It is a sliding-vane type two- 
stage compressor with an in-line cylinder 
arrangement. Power is supplied by direct 
drive from a wet-sleeve overhead valve 
engine. The carriage is a welded éteel 
frame of unit construction and has a three- 
point suspension. The steel housing is 
lockable and has full length tool boxes. 
The towing eye on the drawbar can be 
quickly replaced by a ball socket hitch, it 
is claimed. Le Roi Division, Westinghouse 
Air Brake Company, Sales Promotion 
Department, Dept. RTS, Milwaukee 1, 
Wis. 
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To be answered 
in March 


Do you have an answer to any of the 
questions listed below? If so, send it 
in. Payment—based upon substance 
and length—will be made for each 
published answer. If you’d prefer 
that your name be withheld, we'll 
gladly comply. 


DEADLINE: January 31 


1. Why is it necessary to build 
railroad tracks with the joints stag- 
gered at the midpoints of the op- 
posite rails? What are the advan- 
tages or disadvantages of having 
the joints opposite any other point 
of the rails as long as the joints are 
not supported on the same ties? 
Explain. 


2. When using a pile hammer sus- 

Drended from the boom of a crane, 
what measures should be taken to 
insure vertical driving? Describe 
fully. 


3. Is it practicable to keep rail- 
and-flange lubricators in service 
during winter months when heavy 
snow conditions exist? Explain. 


4. What are the advantages or 
disadvantages of having one 
heating plant serve two or more 
buildings? Explain. 


5. When spotting track with a 
production tamper, what precau- 
tions must be taken to prevent 
leaving “hanging” ties behind the 
work? Should the practice of spot- 
ting track be abandoned in favor 
of making light out-of-face lifts? 
Explain. 


Send answers to: 


What's the Answer Editor 
Railway Track & Structures 
79 West Monroe Street 
Chicago 3, Illinois 


Do you have a question you’d 
like to have answered in these 
columns? If so, please send it in. 
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What's the answer? 





Corrosion of bridge members 


What is the best method of preventing or retarding de- 
terioration of floorbeams and other undertrack members 
of through girders and trusses exposed to brine drippings? 


Describe. 


Painting helps 


By E. W. PRENTISS 

Engineer Bridges & Buildings 
Pennsylvania 

Philadelphia, Pa. 

I know of no method of satis- 
factorily solving this problem. At the 
present time there appears to be no 
protective coating which holds up. 
Considerable research is being done 
and it is to be hoped that ultimately 
a solution will be found. In the mean- 
time, it will be helpful to keep the 
members painted with a good grade 
of paint. Cleaning and preparation 
of the surfaces is very important and 
sand-blasting is preferred. It is rec- 
ognized that this is costly but is much 
less so than welding repairs. Mastic 
coatings have been used with some 
success. 

The use of tins or plywood to di- 
vert the brine has been of some help. 
We have had some success by box- 
ing in the entire depth of a floorbeam, 
on the side facing approaching traffic, 
with plywood. 

The development of some material 
to replace the brine, but which would 
not be corrosive, would be very help- 
ful. It is believed that the use of 
mechanical refrigeration is gradu- 
ally reducing the amount of corrosion 
through elimination of the brine. 


Keep coated 


By C. E. O’CONNOR 
Engineer of Bridges 
New York Central System 
Cleveland, Ohio 

On through-girder and truss spans 
subjected to brine action, the deck 
should be provided with brine blocks 
between ties, so located and arranged 
as to carry the brine out and away 
from the steel. This will prevent the 
brine from coming in contact with 
the stringers. 


Floorbeams, which are more diffi- 
cult to protect than stringers, are 
generally treated with a No-Ox-Id 
coating. On occasion, they should be 
provided with splash boards, sus- 
pended out from the floorbeams, to 
prevent the brine coming in contact 
with the floorbeam flanges and web 
outside the ends of the ties. 

For structures on curves where 
superelevation is involved, especially 
at yard entrances or other points 
where trains make frequent stops or 
are switched, it is generally advisable 
to use acid-resisting alloy-steels or 
sections considerably heavier than 
what might otherwise be found nec- 
essary. 

All sections subject to brine action 
should be kept protected with a No- 
Ox-Id or other coating which will re- 
tard brine action. 


Still uncertain 


By E. S. BIRKENWALD 
Engineer of Bridges 
Southern System 
Cincinnati, Ohio 
Preventing corrosion of steel rail- 
road bridges from brine drippings is 
still uncertain, notwithstanding the 
research and service tests made dur- 
ing the last five or six years. The 
degree of prevention or retardation 
of corrosion will depend entirely 
upon the method used to prepare the 
steel before coating or painting and 
local conditions, such as the fre- 
quency of trains during the work 
period and the number of cars that 
drip brine during this period. 
Obviously, the best results toward 
prevention or retardation of deter- 
ioration will come from removing or 
neutralizing the brine already on the 
steel. This can be accomplished by 


(Continued on page 44) 
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RACK SPECIALISTS SERVE YOU ‘BETTER... 


a alae be eat. Lk 





ae 


with America’s most complete 
ia line of special trackwork: 
For every use and installation—Railroads and Industries - A complete line of frogs, : ‘ 


| switches and crossings plus - Depth hardened manganese steel crossings « | 
> Manganese steel guard rails + Vertical switch rods + Switch point locks - Automatic “ea 


— switch stands - Samson switch points - Snow-Blowers + Switch point guards + Rail 
| == and flange lubricators + Adjustable rail braces » Tie pads + Racor studs + Dual 
=> spike setters - Dual spike drivers. 





ee i e 
\ - el ee aa 


with America’s most complete 
trackwork manufacturing facilities: 





Strategically located from coast to coast, ready to serve your needs promptly 
and efficienctly. 


with America’s most complete 
trackwork engineering service: 


_ An important part of this service lies in making available to railroads a wealth 
- of Racor engineering experience—practical experience that comes from many 
years of designing and manufacturing trackwork and specialties . . . advanced — 
experience that is helping solve tomorrow’s railroad problems today in Racor 4 
research laboratories . . . rounded experience that has been tested and prt 
countless trackwork installations throughout the United States and ‘ ar 


Why not let us help you with your trackwork problems? Now, more. ; 
before, the expanded coverage of our Railroad Products Division p 
Racor service “right around the corner.” be 
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What's the answer? (cont'd) 





(Continued from page 41) 
steam cleaning, sand blasting or hand 
cleaning. So far, according to service 
tests, chemical means of neutralizing 
the brine appear to be inferior to the 
three methods just indicated. While 
hand cleaning is not as effective as 
either sand blasting or steam clean- 
ing, since it is necessary to touch up 
the coating or paint sooner, it is con- 
siderably cheaper. 

A number of synthetic resin paints 
are on the market which show prom- 
ise of providing a long-life paint sys- 
tem that will stand up against brine 
drippings. No conclusions have 
been reached as to the type of syn- 
thetic resin paint which may be most 
effective. 

Until a suitable paint system can 
be found, which will justify its use 
economically, it would appear that 
hand cleaning the steel and using a 


petroleum coating containing a rust 
inhibitor is the cheapest means to 
arrest corrosion from brine drippings. 


Uses bridge cement 


By W. R. BJORKLUND 
District Engineer 
Northern Pacific 

St. Paul, Minn. 

To obtain satisfactory adherence 
to steel floorbeams and other under- 
track structures, it is essential that 
the surfaces of such steel members 
be cleaned, brushed, sandblasted, or 
flame-cleaned prior to the application 
of a protective coating. In general, 
we make an application of bridge ce- 
ment over the entire top surfaces of 
floorbeams and stringers at the time 
of the renewal of bridge ties. This 
provides adequate protection under 
the tie area. The intervening spaces 
may be coated with bridge cement 
usually at the same time the structure 
is repainted. 


Removing efflorescence 


How can the efflorescence on brick walls be prevented? 
What remedial measures are practicable? Describe. 


Stop moisture penetration 


By S. E. KVENBERG 

Supervisor Building Maintenance 
Milwaukee Road 

Chicago, III. 

Efflorescence on brick walls is, of 
course, caused by a sufficient amount 
of moisture penetrating into the 
structure of the brick to dissolve the 
salts in the clay and bring them to 
the surface. There they remain in 
crystalline form after the moisture 
has evaporated. 

It follows then that the only effect- 
ive preventative measure is to keep 
moisture from penetrating into the 
structure of the brick. 

A wall can be saturated from a 
number of sources, the most common 
of which are porous exterior face 
brick, defective or weathered mortar 
joints, defective parapet walls, de- 
fective roof, roof flashing and gutters, 
damp basements and leakage of in- 
terior water and steam lines. 

The first step towards remedial 
measures is to determine the source 
of moisture and then do what is nec- 
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essary to eliminate it. If it is deter- 
mined that lack of ordinary mainten- 
ance is not the cause and that mois- 
ture is penetrating through the exter- 
ior face of the brick, there are a 
number of waterproofing materials 
on the market in either clear or pig- 
mented form which, when applied by 
brush or spray, will effectively seal 
the wall surface for a period of time. 
A job of this kind is not necessarily 
permanent and may have to be done 
at regular intervals to keep the wall 
surfaces waterproof. 


Reduce contributing factors 


By J. W. Hayes 
Architect 
Great Northern 
St. Paul, Minn. 

Efflorescence on brick walls is a 
white deposit of water-soluble salts 
either upon the surface or within the 
pores of masonry. 

Since efflorescence upon the sur- 
face of the masonry mars the ap- 


We have had good success with a 
type of bridge cement manufactured 
at our company-owned waste-re- 
claiming plant. This is a grease type 
cement which is cheap, easily applied, 
and very protective. The material is 
spread on with a trowel to a mini- 
mum thickness of 1/20 of an inch 
over the entire surface. The material, 
of course, should not be applied in 
wet or freezing weather. 

Three years ago we made an appli- 
cation of a neoprene protective coat- 
in on a particularly troublesome 
bridge. The -beams of this structure 
were super-elevated on a curve which 
permits the brine drippings to lie in 
the pocket created on the upper side 
of the beam in the flange angles. The 
neoprene paint, which was applied in 
four separate coats, including a 
primer, has given excellent results to 
date. However, the three-year inter- 
val since its application is probably 
not sufficient to determine if it will 
be used to any further extent. 


pearance of the structure, this type 
is usually considered the most ob- 
jectionable. However, while it is an 
unsightly nuisance, it is by no means 
as harmful as the efflorescent crystal 
pressure resulting from deposits 
within the pores of the masonry. 
Most masonry disintegration is 
caused by this pressure. 

The factors essential to the forma- 
tion of efflorescence are: (1) water- 
soluble salts in the masonry; (2) 
water in contact with these salts for 
sufficient time to take them into so- 
lution; and (3) a construction which 
permits the solution to migrate to 
the surface of the masonry or to 
other locations where the salts are 
deposited upon evaporation of the 
water. 

Obviously, if masonry which con- 
tained no water-soluble salts could 
be constructed, or if no water pene- 
trated the masonry, efflorescence 
would not occur. However, in ma- 
sonry exposed to the weather, neither 
of these conditions can be met com- 
pletely. Consequently, the practical 
approach to the elimination of efflo- 
rescence is to reduce all contributing 
factors to a minimum. The follow- 
ing procedures are recommended as 
a means to that end: 

(Continued on page 48 ) 
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4 | 41, 
SE #3 EALI NG TIE PADS 
Extend bridge tie life by at least ten years 


These unretouched photographs 
of a bridge tie dramatically illustrate 
the underplate protection afforded 
by Bird Self-Sealing Tie Pads. Life 

Aiter 10 ¥oqse’ Peatactions . =e of the preceding deck on this bridge 
cam ‘. ll pe alg eg Po ” at Akron, Ohio, was 19 years. When 
Self-Sealing Tie Pads. Pad is still te z the deck was replaced in 1948, Bird 


pons pceag tng = hat oe ae Self-Sealing Tie Pads were installed. 


penstvation of malenape “a P . The sound condition of the ties to- 
abrasive materials. The beading / ‘ ae ee 
ah the odes of the pad is day, after 10 years, indicates at least 


characteristic of Bird Tie Pad ; 22 a 50% increase in their life expect- 

performance. Ete. ancy beyond that previously ob- 
tained without the protection of 
Bird Self-Sealing Tie Pads. Write 
for interesting booklet to Bird Tie 
Pads, East Walpole, Massachusetts, 
Department HTS. 


Pattern Bottom Plate: This is the 
same tie, halved and slabbed. 
Note imprint of pattern bottom 
tie plate on the pad. Bird 
Self-Sealing Tie Pads give the 
same rugged, lasting service when 
used with either pattern-bottom or 
smooth-bottom tie plates. 


Under-Plate Protection: Slabbed 
sections of the halved tie show the 
excellent condition of under-plate 
and spike hole wood after 

10 years’ protection by 

Bird Self-Sealing Tie Pads. 


PHOTOS COURTESY OF ERIE RAILROAD 


° . “4 « BRIDGE DECKS * CURVES * SWITCH TIMBERS 
Bird Self-Sealing Tie Pads are Recommended for: ?"iiiwarcnaoe cnossnes ano ornen 
PAVED AREAS * CROSSING FROGS ¢ INSULATED 
JOINTS * WITH SMALLER TIE PLATES ¢ PILE 
CUTOFFS * THROUGH STATION PLATFORMS 
© OUT-OF-FACE INSTALLATIONS IN RAIL LAY- 
ING PROGRAMS ¢ SANDY LOCATIONS ¢ ALL 


Buy BIRD OTHER LOCATIONS WHERE TIE LIFE IS SHORT 


OR REPLACEMENT COSTS HIGH. 


Best... 


& SON inc. 
oe 
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NEW CONCEPT IN TRACE 
+ MULTI-GANG*%4 


PACKAGE UNIT 


Greatly Lowers Maintenance Costs © 


. 


~ 
‘ -. - ee fe way 27 
: b ~ 
« - AE > = 
= Sie Be oP , fe Me ne ep SP 
= Oo tat tS Fs - os seh 
hal 
% 


a OK ne 7 ae, ce ‘ ~~ / 
tac as Ore a ae tales Rin a ae 


A COMPLETE UNIT—all three machines (or other equipment) are housed 
in Main Car. 


RAPIDLY REMOVED FROM TRACK by Crawler Set-Off ...in a matter THESE HYDRAULIC 
of seconds. MACHINES are easily 
POWER DOWNFEED OF INDEPENDENT WORKHEADS . . . operates easily. loaded on or unloag 


from Main Car, by 
HYDRAULIC PROPULSION . . . the Main Car travels up to 25 MPH. hydraulic Tail Rack. 


RGA 
LOOK WHAT THE MULTI-GANG WILL DO: TAMPER MULTI-GANG PACKAGE UNII 


or full | 
surface + line track - pull spikes without consists of: 


bending - remove or insert ties - torque Main Car with Power Downfeed Tampers 
controlled bolting - drills rail and Crawler Set-Off 


MULTI-GANG’S Main Car is 171” long x 113” Hydrillbolter 


wide x 84” high. Spike Hydrejector—Tie Hydrenewer 
Comboliner 


MULTI-GANG UNIT EXTENDS THE TRACK SECTIC 
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RECTION MAINTENANCE 


* 
HYDRILLBOLTER (Model zp) 
Combination Bolter and Rail Drill 


Hydraulic Transmission 
Minimum Mechanical Replacement Parts 


BOLTER DRILL 
e single control lever, e drill attachment 
manned by one operator adapted in less than 
e automatic change from 2 min. 
high speed, low torque, ¢ manned by one 
for ‘running up’ nuts to operator 
low speed, high torque’ easily adjusted for 
for nut tightening different rail sizes 
e handles nuts on either e drill bits quickly 
side of both rails interchanged 


HYDRILLBOLTER can be removed from track by two men. 


SPIKE HYDREJECTOR™ 
TIE HYDRENEWER® (Model pr) 


Combination Spike Puller and Tie Renewer 


pulls spikes without bending ° lightweight ° com- 
pletely hydraulic * easily operated by one man. 


Tie Renewer is adapted to Spike Puller in seconds 
No disturbance of track line or surface 
Renews without digging out tie ends 


Removed from track by one man. 


COMBOLINER® (Model sx) 


Combination Powered Jack and Track Liner 


powerful - lightweight - compact 


e 10,000 lbs. thrust to throw the track in either 
direction 

e simply insert lining anchors and slide out wheels 
to line the track 

e lifts track to 10 inches, rail dogs engage 
automatically 
turntable allows easy pivoting 
cross level indicator reads directly in inches 
of elevation 
no wheels, axles to interrupt view of rails 

Easy to remove from track. 


ys 


RGANIZE .. . MECHANIZE ... ECONOMIZE with MULTI-GANG 


or full information, contact 


4 Head Office and Plant: 
160 ST. JOSEPH STREET, LACHINE, MONTREAL 32, CANADA 


25 Faukland Avenue 2288 i. P. O. Box 459 
LIMITED Scarborough, Ontario a Vencouver, 8.C. 


Winnipeg, Manitoba 
RAILWAY DIVISION 
* Patents Pending 
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What's the answer? (cont'd) 





(Continued from page 44) 

(1) Selection of facing brick 
should be made with consideration 
to its rate of efflorescence. This 
rating should be no more than 
“slightly effloresced” and may be de- 
termined by the wick test as included 
in ASTM Specification C-67. 

(2) Back-up masonry should 
also rate no more than “slightly efflo- 
resced,” as determined by the wick 
test. If the efflorescence exceeds this 
amount, contact between the back- 
up and facing should be broken by 
flashing or cavity-wall construction. 

(3) Mortar cements tend to con- 
tribute to efflorescence, especially 
those high in alkaline content. It is 
desirable to test the mortar proposed 
to be used by the wick test. The ad- 
dition of barium carbonate to mortar, 
in the proportion of 3 to 6 lb of car- 
bonate per sack of cement, will re- 
duce efflorescence. Calcium stearate, 
when added to the mortar in the pro- 
portion of .02 per cent of calcium 
stearate by weight of the combined 
cement and lime, will retard penetra- 
tion of moisture by capillary action. 
This also will reduce the tendency of 
the wall to effloresce. 

(4) Adequate protection should 
be provided for all masonry trim, 





such as window sills, copings and 
band courses, to prevent efflores- 
ence caused by excessive saturation 
of the masonry. This protection 
should be at least 1 in and a V-slot 
provided on the under side. 

(5) Through flashing should be 
installed in exterior walls approxi- 
mately 6 in above grade and under 
all sills and copings and over all 
heads of openings. 

(6) Condensation within building 
walls is also an important contribu- 
ting factor to efflorescence. This may 
be prevented by the following meth- 
ods: 

(a) Provide a vapor barrier on 
the warm side of the wall. 

(b) Provide venting of the cold 
side to the outer air. 

(7) Colorless waterproofers may 
be used when there is reasonable as- 
surance that sufficient water will not 
accumulate within the walls to cause 
a salt solution to migrate toward the 
surface. 


Seal the joints 


By M. W. CLARK 
Assistant Chief Engineer 
Atlantic Coast Line 
Wilmington, N. C. 

Masonry walls, particularly in the 
coastal regions and in damp places, 
such as in cellars, are frequently dis- 





B&B inspection with track supervisor 


When the B&B supervisor goes on his regular inspection 
trip is there enough advantage to justify having the track 
supervisor take time from his own work to accompany him? 


Explain. 


Better job together 

By L. B. Cann, Jr. 

Chief Engineer 

Richmond, Fredericksburg & Potomac 
Richmond, Va. 

We believe it is of great advantage 
for the track supervisor to accom- 
pany the bridge and building super- 
visor on his bridge inspections. We 
believe that collectively they do a bet- 
ter job, with definite benefit to the 
railroad company. On many rail- 
roads the track supervisors are young 
engineers who are learning railroad- 
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ing from its foundation up. In later 
years these men may be advanced to 
assistant division engineers or divi- 
sion engineers, at which time they 
have the responsibility for the main- 
tenance and construction of the 
bridges and culverts on their district. 

It has been the practice on many 
railroads to make a definite distinc- 
tion between the responsibility of the 
track supervisor and that of the bridge 
supervisor. Sometimes, this is to the 
extent that neither know what the 
other is contemplating in his pro- 


figured by the formation of efflores- 
cence on the surface. This deposit 
generally originates in the mortar 
and it frequently spreads over the 
entire wall. 

We have attempted to overcome 
this condition by providing consider- 
able through-wall flashings and by 
using a waterproofing compound on 
the exterior walls. We are also speci- 
fying Brix-ment mortar mix as we 
find we can secure a more uniform 
mix. However, we do think that a 
portland-cement mix would afford 
the best protection, provided a good 
uniform mortar could be obtained. 
In addition, it is absolutely necessary 
that brick, concrete block, etc., be 
laid in a full bed of mortar with head 
joints shoved to make them solid, and 
all joints tooled to make the mortar as 
dense as possible to reduce the en- 
trance of water. 

In old structures the efflorescence 
should be removed, joints pointed, 
and a good quality waterproofing 
compound applied to the entire ex- 
terior, giving particular attention to 
the joints. All flashing should be 
carefully examined and renewed 


where necessary. On some of our 
older buildings where mortar joints 
were particularly bad, we have 
cleaned the loose material from the 
joints and then applied a stucco coat 
with a shotcrete machine. 






gram for the same territory and just 
how the work is to be performed. 
This cleavage is definitely not to the 
best interests of a well-maintained 
railroad. The track supervisor is re- 
sponsible for the maintenance of the 
actual track over bridges and partic- 
ularly over solid-deck bridges. In 
many cases most of the rough track 
occurs at the receiving or leaving 
ends of a bridge and is attributed to 
the poor tie condition on the bridge 
or soft spots under the shore ties im- 
mediately adjacent to the bridge. 
The forces assigned to track super- 
visors, or trackmen, are required to 
keep the bridge clean and to remove 
brush, weeds and other fire hazards 
from around the bents, piers. abut- 
ments and head walls. 

Some managements may take the 
position that the track supervisor has 
enough of his own work laid out for 
him and should not be required to 
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Here’s how the BULLDOG anchor’s 


two-way grip multiplies holding power 





Listen to an engineer on stresses: 


“Most rail anchors are simple one-piece torsion springs. 
They have a built-in resistance to distortion which is the 
force that grips the rail base. This horizontal force is 
similar to a giant pair of pliers squeezing the rail with 
constant pressure. 

“The True Temper BULLDOG is also in effect a one-piece 
anchor because it is shipped, handled and applied as one 
piece. But it is manufactured in two pieces to provide 
two-way holding power. 


“First, a spring is formed from resilient spring steel. It 
functions as other anchors described above—to grip the 
rail horizontally. Seeond—and here is where the BULLDOG 
is unique—a double-jawed clamp of hardened steel is 


TRUE TEMPER. 


Poa 








OTHER TRUE TEMPER RAILWAY PRODUCTS: BuLLoos Ballast Forks, Weed Cutters - BULLDOG Shovels - BULLDOG Safety Rail Forks, Hammers, Sledges - BULLDOG Scythes 


BULLDOG 
RAIL ANCHORS 


Compare the BULLDOG’s holding 
power with any other anchor: 





Most rail anchors grip the rail base like 
a single pair of giant pliers—with hori- 
zontal force. 








The BULLDOG anchor grips the rail base 
like two giant pairs of pliers—with both 
horizontal and vertical force. Also, because 
of the integral design of the BULLDOG’s 
two factory-assembled elements, the 
vertical force of the clamp maintains and 
sustains the horizontal force of the spring. 


fitted to the spring to add vertical force which grips the 
rail at the flange of the base. The over-all effect, to illus- 
trate very simply, is that of two giant pairs of pliers—one 
gripping horizontally, one vertically. 


“But the pliers analogy does not tell the whole story. The 
two pieces of the BULLDOG anchor, because of their in- 
tegral design, actually multiply and sustain the gripping 
power of each other because they provide leverage for 
each other.” 


If you’d like to test the BULLDOG on your road, or if you’d 
like more information on how this amazing anchor can 
cut your track maintenance costs, contact your True 
Temper representative or write True Temper, Railway 
Appliances Division, 1623 Euclid Avenue, Cleveland 15, 
Ohio. No obligation, of course. 





YOU CAN LOOK TO Ge LEADERSHIP 









What’s the answer? (cont'd) 





devote any of it to accompany the 
bridge and building supervisor on a 
bridge inspection. However, inspec- 
tions are not necessarily too time- 
consuming and not necessarily per- 
formed on a continuous basis, but 
could be set up for one or two days 
per week and processed until the en- 
tire inspection is completed. 

Much has been written about har- 
mony between engineering depart- 
ments and transportation depart- 
ments, whereas there exists a lack 
of harmony between the subdepart- 
ments of the mainteance-of-way de- 
partment itself. If these joint inspec- 
tion trips accomplish nothing else, 
they certainly tend to create a better 
understanding between the two sub- 
departments of their problems, and 
point the way to their solution. 


For specific work 
By W. P. CLARK 
Division Engineer 
Lehigh Valley 

Jersey City, N. J. 

Since the B&B department terri- 
tory has been considerably length- 
ened in recent years on our railroad, 
the B&B supervisor does not make 
any regularly designated inspection 
trips such as were made years ago. 
However, as required, he does make 
certain specific inspections, some of 
which would justify having the track 
supervisor accompany him. But, due 
to the length of the territory, it is 
quite impossible for him to plan these 
inspection trips in advance so that 
the track supervisor can do so. 

Joint inspections are made by both 
supervisors in connection with re- 
tieing bridges and turntables, road- 
way and tunnel work. On these in- 
spections, which are specific trips, it 
is practically necessary they be made 
jointly. 


Has several advantages 


By L. C. CANTWELL 
Supervisor B&B 
Norfolk & Western 
Portsmouth, Ohio 

We think that the benefits derived 
from having the supervisor of track 
accompany the supervisor of bridges 
and buildings on his inspection trip, 
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justify the time and expense because: 

(1) Joint inspections of bridges. 
culverts, buildings and track are 
beneficial to both supervisors, be- 
cause we consider the maintenance of 
these structures and track a joint re- 
sponsibility. It is good policy to have 
the supervisors working as a team, 
advising and suggesting methods of 
approach for maintenance of both 
track, bridges and buildings. 

(2) On our railroad, track super- 
visors have less territory than the 
supervisor bridges and buildings, and 
they have contact with practically 
every structure on their territory 
either personally or through their 
foreman. Hence, they have more op- 
portunity to observe any hazards or 
defects in structures on their terri- 
tory and can call attention to any 
changes in conditions on inspection 
trips. 

(3) Periodical inspections by su- 
pervisors of track and supervisors of 
bridges and buildings give an oppor- 
tunity and time to make thorough in- 
spections as well as to discuss meth- 
ods of repairs, work procedure, and 
needs of the various subdivisions. 

(4) The expressed opinions of 
the track supervisors on trips of in- 
spection have proven beneficial to 
the general inspectors and to the 
bridge supervisors. 


Not practical 


By W. A. SCHUBERT 
Division Engineer 

St. Louis-San Francisco 
Chaffee, Mo. 


It would not be practical for the 
track supervisor to accompany the 
B&B supervisor on his regular in- 
spection trips. The work of the B&B 
supervisor is more of a specialized 
nature and inspection may be set at 
a fixed date. The duties of the road- 
master involve a broader field, which 
may change his tour of inspection at 
a moment’s notice. Thus, it would be 
difficult to line up a joint inspection 
on regular inspection trip made by 
the B&B supervisor. 

There certainly should be the clos- 
est cooperation between the B&B 
supervisor and track supervisor be- 
cause their work is closely related. 

A general inspection of bridges, 
buildings and all other structures is 
made on this railroad during the an- 
nual spring bridge inspection by the 


division engineer, general foreman 
B&B-WS and roadmaster, and plans 
are made for improvements or re- 
pairs. These joint inspections by the 
B&B supervisor and roadmaster are 
only on specific jobs. 


Not any more 


By A. W. CaRLsoNn 

Engineer of Bridges & Structures 
Western Pacific 

San Francisco, Calif. 

For many years it was our practice 
to have the roadmaster or track su- 
pervisor accompany B&B personnel 
on bridge inspections. In _ recent 
years, however, this procedure has 
been discontinued because it was 
felt that insufficient advantage was 
gained to warrant taking the track 
supervisor away from his normal 
duties. 

With the increased need for super- 
vision, resulting from the change- 
over to mechanized track forces and 
the expansion of maintenance dis- 
tricts, the time of a roadmaster or 
track supervisor is tightly scheduled. 
To accompany the B&B forces dur- 
ing inspections of bridges and struc- 
tures requires two to three weeks on 
various parts of the system. Keeping 
the track supervisors away from their 
activities for this period of time is 
not justified in our opinion. 

The duties of the track supervisor 
in connection with bridge work are 
relatively minor. His functions are 
to keep water barrels filled where 
they are used, to keep approaches up, 
place and maintain approach rail an- 
chors and to insure that no drift or 
combustible material is lodged in the 
stream bottoms or against the struc- 
tures. If any of the above conditions 
exist, he is no doubt aware of them, 
since he travels over his district on 
the rear ends of trains and by motor 
car several times a month. He would 
arrange to have them corrected. 

The B&B supervisor and his sub- 
ordinates inspecting a long bridge 
spend a great amount of time under 
and around such a structure. To 
have the track supervisor or road- 
master standing on top of the bridge 
merely waiting to move on to the 
next structure is not using his time to 
the best advantage. This is contrary 
to any maintenance program which 
endeavors to utilize experienced and 
skilled employees efficiently. 
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HOW WOOD PRESERVATION WITH 


PAYS OFF! 


@ Today, more and more men with maintenance on their minds will tell you... 
it’s good business to protect lumber with PENTA treatment. Here’s why: 


1. COSTS NO MORE — Service records show PENTA treatment gives poles, cross ties 
and other lumber for exposed structure extra long life. Yet PENTA treatment costs no 
more than ordinary preservatives. 


2. WONT LEACH OUT ~— Because Penta is an oil-borne rather than water-soluble 


preservative, it doesn’t leach out, leaving wood vulnerable to rot and termites. 


3. CLEAN TO HANDLE — Construction and maintenance supervisors know that work- 
men handle clean wood faster, more efficiently — and with fewer kicks! 

Reichhold is a major supplier of PENTA to the wood industry and to wood users. 
If you haven’t done so yet, investigate this modern method of protecting your lumber 
investments — write for the name of your nearest Reichhold distributor of PENTA. 
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REICHHOLD _,4 


Synthetic Resins « Chemical Colors « Industrial Adhesives « Phenol 

oe , Hydrochloric Acid « Formaldehyde « Glycerine « Phthalic Anhydride + Maleic Anhydride 

Creative Chemistry... Sebacic Acid « Ortho-Phenylphenol « Sodium Sulfite « Pentaerythritol Ry 
Pentachlorophenol « Sodium Pentachlorophenate « Sulfuric Acid « Methanol 


REICHHOLD CHEMICALS, INC., RCI BUILDING, WHITE PLAINS, N.Y. 


Your Partner in Progress 
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360 swivel base 


to boost job efficiency 
with REMINGTON tools 


Briggs & Stratton engine 


Roller Bearing mounted vibrator rotor 
designed for maximum kick at tip, 


minimum vibration at shaft 


Concrete Vibrator, Mode! 32GV 
tle , need 


Air Circular Saw, Model P128—12” 
blade: 2% hp; safe from shock around 
wet piers and wharfs. Cuts to 45,” 
at 90° and 3°,’ bevel. With case 
blade and hose. Price $345.00° 


Air Drill, Model PD-508G —2 ” chuck 
capacity, 4-vane rotary motor; built- 
in automatic oiler and quick-acting 
governor; rugged, lightweight: 914 
lbs. Price $210.00° 


7 16° heat-treated shaft 


with rugged 5-ply housing 


Sump-Pump Attachment, Model | 


53533 —4-spline drive attaches to 


Model 32GV vibrator (above); pumps | 
30 gals. per minute against 10’ head | 


at 3,200 rpm. Price $45.00° 








Remington delivers power, 
mobility and easy handling 
to help you cut costly man- 
hours on the tough jobs. 
Remington Power Tools 
are designed and built for 
extra-long service with min- 
imum maintenance. Your 
Remington distributor 
stocks and services the 
industry’s widest selection 
of power tools and parts. 


CHOOSE THE POWER MOST 
EFFICIENT FOR YOU. REMINGTON 
POWER TOOLS ARE AVAILABLE IN 
AIR - ELECTRIC - GASOLINE- 

DRIVEN MODELS 


FREE CATALOG 


Send for free catalog de- 
scribing the complete line 
of Remington Contractor 
and Industrial Tools. Al- 
so available: folder de- 
scribing Mechanics 
Maintenance Kits with 
examples of savings. Mail 
the coupon. 


* Prices and specifications subject to change with- 
out notice. Prices slightly higher in Canada. City. 
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Combination Rail Grinder, Model 23 
—Wheelbarrow-mounted 9-hp en- 
gine with outrigger for mounting on 
tails; can be used with many acces- 
sories. Prices on request. 


Bridgeport 2, Connecticut 


ote tee 8 Kit, Model 


MM-43—Air-powered (Model MM-40: 

electric-powered) impact wrench with 
multi-purpose accessories. Price 
$395 .50° 


Remington 


Remington Arms Company, Inc. 


In Canada: 36 Queen Elizabeth Bivd., Toronto, Ont 





Bridgeport 2, Conn. 


Please send — without obligation — FREE booklets 
on Remington Contractor & Industrial Tools and 
Mechanics Maintenance Kit. 


Name 


Position 





Company. 
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Checking gages 
and level boards 


How often should track gages and 
level boards be tested for accuracy? 
How should this be done? 


Check level every day 


By F. H. MCKENNEY 
Engineer of Track 
Burlington Lines 
Chicago, Ill. 

Track gages used by sectionmen 
in track maintenance are sturdily 
constructed and are not likely to be 
inaccurate unless they are mechani- 
cally damaged. Master gages are 
maintained for testing track gages, 
and rules provide for semi-annual 
checking. If there is any question of 
the accuracy of a track gage, it may 
always be checked with a steel tape. 

Track level boards should be 
checked every day by the foreman. 
They can be knocked out of adjust- 
ment by a heavy jar or by dropping. 
They are easily adjusted by means 
of the adjusting screw located on 
the plate at one end of the level tube. 
One way to make the test is to place 
the board across the track where the 
bubble indicates level. Then turn the 
board end for end and observe 
whether the bubble is still indicating 
level. If not, turn the adjusting screw 
to bring the bubble half way back to 
center. Then repeat by selecting a 
level spot and again reversing the 
board. It should then show level in 
both positions. 


Test levels twice daily 


By C. P. MarTINI 
Roadmaster 

Soo Line 

Stevens Point, Wis. 

Up until rather recent times it was 
the duty of the roadmasters to check 
and make a report as to the accuracy 
of the gages used by the section fore- 
men, and this was done at stated 
periods. Now that the pullout type 
6-ft and 8-ft rulers are cheap and 
most every foreman carries one, the 


(Continued on page 56) 
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NOW... SAVE UP T0 13,000 


SPIKES PER MILE 


... reduce tie splitting 
from excessive spiking 


GAGE LOCK SPIKES 
Two Gage Lock Spikes to a plate do a better holding job than 4 cut spikes on 
tangents and light curves. Fewer spikes are driven — causing less tie dam- 
age and permitting a saving of nearly 13,000 spikes per mile. The Gage Lock 
Spike is a plate fastening as well as a rail spike. It has an indented throat, 
offset at the tie plate surface. Result: thrust and wear are avoided from the 
edge of the rail base. 


TIE PLATE LOCK SPIKES 
Both the Tie Plate Lock Spike and the Gage Lock Spike hold the rail to gage 
and avoid plate cutting. When driven to refusal, the spread shank is com- 
pressed and binds against the walls of the hole with spring pressure. Play is 
eliminated — plates are held against movement — rail is held to gage and 
plate cutting is avoided. 


RAIL LOCK SPIKES 
Rail Lock Spikes offer the same design as Gage Lock Spikes, but are not offset 
at the plate surface. The throat protrudes 1/16”—resultant pressure binds 
the spike against the rail base edge. Play is eliminated between the tie plate 
shoulders — the rail is held to a true gage. 


Forward-looking management can extend the cycle of track structure by using 
Lock Spikes. One regaging operation costs more than the initial cost of in- 
stalling Lock Spikes, Specify spikes having a low annual cost—Specify Lock 
Spikes. 


BERNUTH, LEMBCKE C€0., INC. 


420 LEXINGTON AVENUE, NEW YORK 17, N.Y. 
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lf you want the track to 


TAMP WITH A 


M°WILLIAMS 


Track raised and tamped using # 
a McWilliams Multiple Tamper | 
will extend surfacing cycle by 
30% or more over other ma- 


chines now in use. 


M‘Williams Multiple Tamper 


These fundamentals, all pioneered by Railway 
Maintenance, are the main reasons why track 
stays up longer when tamped with a 
McWilliams: effective tamping under the rail- 
bearing area of the tie . . . split head design 
. . » tamping pressure and impact under control 
of the operator. 


Now Available with Integral Hydraulic Jacks. 
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M‘Williams Jack Tamper 


The only machine that will raise and tamp 
track . . - and which will hold established 
grade, keeping ahead of one or two produc- 
tion tampers. 





M‘Williams 
Spot Tamper 


Providing big-tamper ballast com- 


j{ailway ))aintenance DIDOLMEION  “cocymge soeiie.. san 


Ar ee ree 86nd terminal maintenance . . . and 


ua 


ecisigh to general tamping on smaller rail- 
PITTSBURGH 30, PA. roads where the cost of production 


tampers cannot be justified. 
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(Continued from page 52) 

checking of gages can be done easily. 

One simple way is to use the gage 
in question on some track until a spot 
is found where it will just fit. Then 
use one of the pull-out steel rulers 
and measure the gage of the track at 
that point. 

Almost all track level boards have 
an adjusting mechanism which will 


Here’s that C&NW steel viaduct near Boone, Iowa, half 


a mile long and 207 feet from rail to the surface of the 


Des Moines River. 


Three factors reduced the cost of painting by 40%. 


The saving paid the cost of all equipment, and then 


some, on this ONE job. 


Spider Staging equipment raised and lowered itself at 


speeds up to 32 feet per minute — safe, fast, easy, time- 


saving. Write for 


FREE BOOKLET, 16-PAGES 


adjust the bubble. This usually is a 
set screw close to the bubble. A level 
board can be checked easily by find- 
ing a spot where the track shows level 
on the level board in question, and 
then reverse the board on the track 
end for end. If the bubble still shows 
level, the board is OK. If not, the 
bubble should be adjusted so that 
it will show the same reading regard- 
less of what end of the board is on 
which rail. 

If the board does not read right 





= ae 


sq. feet 





SPIDER STAGING, Inc. 


RENTON 
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and cannot be adjusted, it should be 
replaced right away. There is no 
quicker way to spoil a piece of track 
than to attempt to correct level with 
a board that is not properly adjusted. 


Manganese-frog 
welding factors 


What factors are used to deter- 
mine when it is no longer economi- 
cally feasible to weld manganese 
frogs? Explain. 


Several considerations 


By V. R. TERRILL 
Supervisor of Welding 
Boston & Maine 
Boston, Mass. 

We long ago recognized that the 
adoption of a general procedure to 
follow in scrapping or welding frogs 
would be extremely difficult. A frog 
in one location may last through 
many weldings. The same frog in 
another location would need to be 
scrapped after a few welds. 

Besides location, it must be re- 
membered that different welders will 
employ different procedures. Vari- 
ous welding procedures play an im- 
portant part in the life of the frogs, 
particularly with manganese frogs. 
Because of the factors involved being 
so varied as to location, procedure, 
etc., we decided to set up a system 
whereby we could treat each frog 
with the same set of rules. These 
rules are only applied to questionable 
frogs, however. That is, our weld- 
ers are assigned over the system and 
weld frogs in track as necessary. 
When they find a frog that cannot be 
completely welded because of the size 
of the failure, they make the frog 
“safe” and write it up for removal. 

This removal letter is addressed to 
the track supervisor, with copies 
to the welding supervisor and weld- 
ing-shop foreman. The letter advises 
the track supervisor that the frog has 
not been completely repaired and 
that a replacement frog should be ob- 
tained as quickly as possible. The 
copies further advise the shop fore- 
man and welding supervisor as to the 
condition of the frog and why it can 
not be completely welded in track. 
The shop foreman then prepares and 
sends a replacement frog to the track 
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This job—handling wheel assemblies in and 
out of storage—won’t support high costs. 
That’s why a Burro is doing the job. 


Any job—on the line, in the yards, or Stores 
Department—can be done profitably with a 
Burro because Burros are fast, efficient work- 
ers with hook, magnet, tongs, bucket or drag- 
line. Fast travel speeds and heavy draw bar 
pull enable the Burro to go to the job in a 
hurry—and even haul its own cars with it! 


Write for Bulletins and more information 
about Burro cranes. There is no obligation. 


Represented In Canada by: 


Sylvester Steel Products Co., Ltd., Lindsay, Ontario 


| BURRO WORK POWER 


means... 


MORE EARNING POWER 


Unloading car wheels with a 
Burro. The Burro moved the flat 
car into position and will haul it 
away when wheels are unloaded. 





ale 


CULLEN-FRIESTEDT CO., 


1301 S. KILBOURN AVE. CHICAGO, ILLINOIS 





NOLAN 


Tool and Supply 


CAR 


. « » easy-rolling 
transport for 
ties, rails, fools 
and supplies 


2000 pounds capacity. Takes tools and supplies to the job from truck or bus. 
All-tubular high-carbon steel construction, designed to sately carry heavy loads 
of ties, rails, supplies and tools. 
The car breaks conveniently in the center into two sections for easy handling 
and transportation. Easily and quickly unhooked or hooked together. Each 
section can be used for a truck seat. 
The deck is heavy mesh-expanded steel. Removable handle can be used at 
either end. Ball bearing cast steel wheels. 

Platform Size 48°" x 45°" Height Above Rail 8°’ 

Weight 140 Ibs. complete 


NOLAN TRACK DOLLY 
The fast, safe, easy way to transport heavy rails, ties, supplies, tools, 
rercilers, etc. Tubular high-carbon a See The deck is heavy 
past P a o abst adie. 





STANDARD DOLLY 
Ht. above 
Length Width Rail 
50%, in. 15%, in. 6% in. 
INSPECTOR’S DOLLY 
36 in. 14 in. 6 in. 


Write for complete railway 
catalog. 


THE NOLAN COMPANY 


166 Pennsylvania St., Bowerston, Ohio 
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USE Q AND C STEP JOINTS 
FOR DEPENDABLE SERVICE 


Q and C Compromise Joints are made of alloy electric 
cast steel, heat treated, to resist the impacts of heavy 
service and are designed with special reinforcement at 
the center where strength is most needed. 


If the average allowance for top head wear on old rails 
is specified, we can provide the best possible surface to 
prevent batter on the rail ends and reduce mainte- 
nance costs. 


Ask for Q and C Step Joints on your requisitions. 


THE Q AND C CO. 


59 E. Van Buren St. 90 West St. 611 Olive St. 
Chicago 5 New York 6 St. Louis 1 


Our 72nd year in the development of worthwhile track appliances. 
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What’s the answer? (cont'd) 





supervisor. When the frog which 
has been “written-up” is received at 
the shop, the foreman already knows 
what to look for. 

Since this is our system, we now 
must determine the economics of 
welding a frog or replacing it with a 
new one. The shop foreman has the 
frog stripped of inserts and heel 
rails and it is cleaned, if necessary, 


for an external inspection. Right 
here we may determine that there 
are too many cracks throughout the 
casting to warrant the expense of 
welding. If the frog gets by the ex- 
ternal inspection, the grinder pre- 
pares the frog by grinding out the 
“seal” that the field welders had put 
in, and any other breaks or cracks 
that can be found. 

It is characteristic of manganese 
that the weakest area is that part of 
the parent metal adjacent to the weld. 





Tic PATTON B&B Sprayer 


A Production Spraying Machine used by leading eastern 
praying ; 2 


railroads for applying protective coatings on bridge 


decks, and grease-type 


The Patton B&B Sprayer (Patents pending) 


coatings 


equipped with adjustable booms for handling 


“spider"’ 
tective coatings on steel structures 


SAVE 


staging while applying grease type pro- 


structures 


PORTABLE: by retracting 
flange wheels the Patton B&B 
Sprayer can be towed by a 
small truck 

MOBILE: self-propelled on 
rail with speeds up to 25 mph 
CONTROLLED HEAT- 
ING: materials can be 
sprayed in cold or hot weather 
at the rate of 8 gallons per 
minute 


on. steel 


By using the Patton B&B Sprayer and 
Patton’s Allweather Bridge and Deck 


Coating the total cost (labor and all materials) to treat a bridge 


deck will be less than $1.00 per lineal foot . . 


investment will be over 600% 


330 GALLON CAPAC- 
ITY: The Patton B&B Sprayer 
has a 6-55 gal drum carrying 
capacity—a supply for 1 hour’s 
spraying time 

REMOTE CONTROL: 
middle man controls movement 
of machine while spraying 


Roy C. Patton Co. 


P.O. Box 171, Jacksonville Beach, Fla. 


CHerry 6-2454 
NAME 


ap 


.and the return on the 


plying Patton's Allweather Bridge and 
Deck Coating 


C) Please send full information on 
your B&B Sprayer 

( Send prices on Patton’s All- 
weather Bridge and Deck 
Coating 





ADDRESS 





COMPANY. 
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It follows that a frog that has been 
welded a number of times, let’s say 
eight or more, doesn’t warrant ex- 
tensive repairs. We would scrap this 
frog if it required prolonged welding. 

If the frog has not been welded 
many times, then repairs costing up 
to half the cost of a new frog are 
made. This figure, of course, is com- 
prised of welding labor and material. 
The cost to remove the frog is not 
charged to repairs because, whether 
the frog is welded or scrapped, it 
must be replaced. 


Start welding promptly 


T. L. BIGGAR 

General Supervisor Track 
Chesapeake & Ohio 
Richmond, Va. 

There are several things to con- 
sider when determining when it is 
no longer economically feasible to 
weld a manganese frog. 

One side of a turnout usually car- 
ries about 90 per cent of the ton- 
nage; therefore, the wear is uneven. 
This wear can be taken care of by 
a welder for quite some time. 

A very small percentage of the area 
of a car wheel actually comes in 
contact with the rail. The portion 
that does not come in contact with 
the rail is usually rough. Where a 
wheel passes over a frog the rough or 
outside part of the tread carries the 
load for a short distance. This is what 
causes wear on a frog as well as wear 
on the turnout side of stock rails. 

After a frog wears to a certain 
point it will start to mash out on the 
wing side. This should be built up 
by a welder as soon as the mashing 
is noticed. This kind of wear can 
usually be corrected at least a half 
dozen times in the field. After several 
repair jobs the frog will usually break 
near the point of weld. I would not 
recommend welding a break the sec- 
ond time in high-speed territory. 


Lists four factors 


J. D. Case 
Assistant Superintendent 
Maintenance Equipment—Welding 
New York Central System 
Cleveland, Ohio 

This question includes several 
different conditions, such as rail- 
bound-manganese frogs in high-speed 
tracks, solid-manganese frogs in me- 
dium or low-speed tracks, and the 
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WESTERN 
KONVEX TIE PADS 
have proven successful on 


Mail Coupon 
for SAMPLE 


RAILWAY TRACK and STRUCTURES 


ESTERN 


X TiE PADS 
Tie Pads Available at Any Price 


You Save 5 Ways 


KonveEx Padsare fabricated from the finest truck tire car- 
casses—heavy-duty, multi-ply Nylon and Rayon cord. 


Self sealing is positively assured with the Patented 
KoONvVEXx Shape. 


Patented KonKling adhesive on bottom of pad assures 
permanent tie seal. 


KoNVEX Pads are never affected by extreme tem- 
peratures. 


Pads are prevented from sticking together through the 
use of Silicon slip sheets. 


Compare WESTERN KONVEX Pads with any other pad man- 
ufactured, and you will discover that KONvVEx is by far the 
superior. KONVEX Pads if made from new tire carcasses 
would cost $1.50 each, your cost is less than 4 of this figure. 


WESTERN RAILROAD SUPPLY COMPANY 


Division of Western Industries, Inc. 


WESTERN RAILROAD SUPPLY COMPANY, 2742 W. 36th PI., Chicago 32, Ill. 


SEE—COMPARE the superior quality of the Western Konvex Pad— Write for Free 
Sample, no obligation. 


Name 
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economical field or shop repair of 
each. 

The same basic economic factors 
apply to either railbound or solid- 
manganese frogs with one exception: 
Long flangeway cracks, until they 
cause transverse cracks, are not too 
dangerous in railbound frogs. 

We feel that the factors governing 
the economical field repair of man- 
ganese turnout frogs are: 


(1) Traffic conditions which 
should permit a minimum of five 
hours productive labor. 

(2) Average head wear on frog 
should be less than 3/16-in. 

(3) Fractured or broken - out 
areas should not be so large that, 
when ground out for welding, an un- 
safe track condition would exist. 

(4) Guard rails on self-guarded 
solid-manganese frogs should not be 
worn over 3/16-in. 

Explanation: 
(1) Where traffic is very heavy, 





the loss in productive welding time, 
and the possibility of poor welding, 
would create an excessive cost. The 
economic method is to keep frogs 
properly ground (the importance of 
keeping a proper opening in the 
flangeway and the correct radius on 
point and wing rails cannot be over- 
stressed). Then, when the frog is in 
need of repair, remove it from the 
track and repair at the shop. 

(2) If the average head wear on 
a frog is 3/16-in or more, the entire 
running surface should be built up. 
With this amount of welding, warp- 
age and good surface grinding be- 
comes a problem. Therefore, the 
frog should be repaired in the frog 
shop. 

(3) If fractured or broken areas 
are large enough to cause unsafe 
track conditions, a slow order would 
have to be issued. Also, the large 
holes must be filled in slowly to pre- 
vent overheating of casting. The cost 
involved from these two factors 
would be excessive. 

(4) If a guard rail of a self- 
guarded frog has 3/16-in or more 
wear, the point must be equally worn. 
To rebuild the frog under traffic and 
prevent possible derailment, a proper 
welding sequence must be used. This 
entails continual runoffs, rebuilding 
the metal crushed out by car wheels, 
etc., causing slow welding and ex- 
cessive costs. 

Factors governing economical 
shop repair of manganese frogs: 

(1) The casting should be ma- 
terially sound, i.e., with no long 
flangeway cracks, long transverse 
cracks or complete breaks. 

(2) Overall cost of frog repair 
will not exceed 40 per cent of new 
frog. 


with Republic Creosoted 


In the language of time, Republic Pressure Creosoted Wood 
speaks for itself. 


Explanation: 

(1) Long flangeway cracks are 
practically impossible to weld suc- 
cessfully, because of locked-up 
stresses in the weld zone. Long 
vertical cracks, where they penetrate 
through the casting, are very costly 
to weld, and life expectancy is gen- 
erally short. The life expectancy from 
broken castings does not warrant the 
cost of repair. 


_——_ 


Wood | 


FROM Railroad Ties, Cross Arms, Lumber 
TO Poles, Wood Blocks, Piles and Anchor Logs 


Dependable, resistant to insects and fungi, in acid or alkaline soils. | 


Economically, a sound investment. (2) To exceed 40 per cent cost of 


the cost of a new frog, an excessive 
amount of welding must be done on 
a frog. Life expectancy would then 
be short since one is in proportion to 
the other. 


REPUBLIC CREOSOTING COMPANY 


MERCHANTS BANK BUILDING - INDIANAPOLIS 
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CONSERVE THE ENERGY 
OF YOUR MOBILE TRACK 

GANGS WITH THIS ... 
Deck—4’ x 5° weatherproof 


LA WOOLER 


sari TRACK TOOL 
: TRANSPORTER 





DISMANTLED 
‘Frame—steel tub- 
ing. 















This handy, light-weight push car carries 
tools to the job site from the nearest cross- 
ing or other point where truck or bus must 
stop. Men arrive fresh and ready for work 
having been spared the laborious job of 
toting hundreds of pounds of tools and 
equipment—saves time—and muscles— 






















Weighs only 160 Ibs.—yet will carrya th dp ds of tools or materials! for the important job! 
This is due to the novel steel-reinforced weather-proof plywood deck construc- Roll it sicfriction heart 
tion. Light—but amazingly strong! Can be set up or dismantled in less than ae ey en Ce Se ae 
a minute for easy loading into a truck, bus or motor car. when fully loaded. 
Handle can be inserted on either side for 
SEND FOR BULLETIN + 186 pushing in either direction. 


WOO L E RY . MACH INE C O. 2919 Como Ave., S.E., Minneapolis 14, Minn. 








the improved GAUTIER BUCns os 


the finest in RAIL ANCHORS 


—1 STRENGTH 
. yee!. 
sora soot’ | DURABILITY 
improves oy he 
h gviest ond po 
pe ged ae 
= * 


ALL YEAR... 


DOWN TO 65° BELOW ZERO 


Starting a cold engine without SPRAY STARTING 
FLUID is costly. Constant wear of the starting system 
... wasted man hours . . . equipment down-time . . . 
repeated engine strain, can be prevented with a pres- 
surized can of SPRAY STARTING FLUID. It’s so easy 
to use! Apply SPRAY STARTING FLUID into the air 
cleaner or intake air stream while cranking the engine. 
| Continue spraying until the engine runs smoothly. Use 
SPRAY STARTING FLUID regularly for quick, easy and 
economical starting of diesel and gasoline engines. 
Start every work day with SPRAY! 


*Until the engine reaches normal operating temperature it is a 
Manufactured exclusively by | cold engine. 


MID-WEST FORGING & MANUFACTURING CO. | 
General Offices: 38 South Dearborn Street, Chicago 3, Illinois SPRAY PRODUCTS CORPORATION 


Manufacturing Plant, Chicago Heights, Illinois P. 0. Box 844 - Camden 1, New Jersey 
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Auother Winning C owbination Biographical briefs (cont'd) 


CLARKLIFT* HM ond 
CONTINENTAL RED SEAL POWER 


CONTINENTAL 
F4162 Engine 


DISPLACEMENT 
162 cu. in. 


eeeeecccee 


HORSEPOWER 
49 at governed 
speed of 2,200 rpm. 


MAXIMUM TORQUE 
123 Ib. ft. 


Available also for use 
on LP fuel 





For years, the experience of users has 
underscored one fact: for day-after-day 
dependability, this Clark-Continental 
work team is mighty hard to beat. In the 
new Clarklift 40, as in numerous other 
Clark models that are gaining ever-wider 
acceptance in the industrial and construc- 
tion fields, Clark Equipment and Conti- 
nental Motors have joined hands, with 
outstanding results. Their engineering 
experience and manufacturing skill are 
producing specialized machines that 
speed the work and cut the cost on a 
steadily-lengthening list of jobs. And 
while they vary widely in size, in power, 
in purpose, these units have in common an 
amply-proved capacity to operate day 
in, day out, with a minimum of costly 
down-time. ° 


ANY EQUIPMENT IS BETTER WITH 
CONTINENTAL RED SEAL POWER 


fon tinental Motors [orporation 


MUSKEGON ° 
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(Continued from page 10) 

p. 10), joined the railroad as an instru- 
mentman in 1951 at Port Arthur, Ont. 
Two years later he was appointed junior 
assistant engineer at Winnipeg. In 1954 
he was promoted to assistant engineer at 
Kamloops, B. C., returning to Winnipeg 
in 1956 as assistant division engineer, the 
position he was holding at the time of his 
recent promotion. 


Association News 


Northwest Maintenance 
of Way Club 


At the next meeting of the club, to be 
held on December 18, the program will 
be devoted to an address, accompanied by 
a moving picture, on the St. Lawrence 
Seaway project. The speaker will be 
Major Herbert H. Howard, executive offi- 
cer of the United States Corps of Engi- 
neers, St. Paul District. The meeting will 
be held, as usual, at the Midway Civic 
Club, 1931 University avenue, St. Paul, 
Minn. 


American Railway 
Engineering Association 


The constitutional amendments pro- 
viding for the creation, within the AREA 
Board of Direction, of an Executive com- 
mittee were approved by a wide margin, 
according to Neal D. Howard, executive 
secretary of the association. The vote was 
1407 in favor of the amendments and 41 
against. 

The purpose of the Executive commit- 
tee is to act for the Board of Direction 
between regular board meetings on mat- 
ters which, in the opinion of the Execu- 
tive committee, cannot properly be de- 
layed until the next Board meeting. 

The personnel of the new Executive 
committee was announced by President 
B. R. Meyers (chief engineer, Chicago & 
North Western,) at a meeting of the 
Board of Direction held on November 7 
at Urbana, Ill. With Mr. Meyers as chair- 
man, the committee consists of Ray 
McBrian, the immediate past president of 
the association and director of research, 
Denver & Rio Grande Western; Frank R. 
Woolford, senior vice-president of the as- 
sociation and chief engineer of the West- 
ern Pacific; E. J. Brown, junior vice-presi- 
dent and chief engineer of the Burlington 
Lines; and G. H. Echols, a director of the 
association and chief engineer of the 
Southern System. 

Other action at the Board meeting on 
November 7 included approval of com- 
mittee personnel and subject assignments 
of all committees for 1959. Of more than 
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The repeat business 
which we have enjoyed 
through the years 


proves the value 
of our service and 
prompts our slogan. 


een eCate, 


FRANK SPENO RAILROAD BALLAST CLEANING CO., INC. 
306 North Cayuga St., Ithaca, N. Y. 
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ELECTRIC PLANT 


3,000 watts 


New Onan all-purpose 
Diesel Electric Plant 
cuts costs in half! 


Lower fuel cost, less maintenance, 
longer life, cut power generation 
costs with the Onan 3DSL to half 
that of small gasoline-powered 
electric plants! For applications 
requiring an almost continuous 
supply of electric power, this 
new unit gives you unmatched 
economy and season after season 
of service. 


Lighter weight and compact 


The new 3DSL is powered by 
an Onan single-cylinder, air- 
cooled full-Diesel engine. Avail- 
able in all standard A.C. voltages 
and as a 32-volt battery charger. 
Vacu-Flo cooling, permitting 
enclosed installations, isstandard. 
The 3DSL has a new mounted 
muffler, more efficient dry-type 
air filter, new geared crank, and 
it’s hooded for protection on the 
job. Smoother running, lighter 
weight, and compact. 

New lower price makes it an 
even bigger value .. . allows you 
to “‘go Diesel’? for more power 
generation needs. 


2-cylinder, 5KW 
f=} ONAN DIESEL 


SERIES SDRP. Air-cooled 
horizontally - opposed, 
smooth-running full Diesel 
engine. All standard volt- 
ages available. A higher 
capacity unit for continuous, 
low-cost operation. 


Onen A.C. gasoline-powered plants: Air-cooled—500 
te 10,000 watts. Water-cooled—10 to 150 KW. 


See your Onan distributor 
or write for information 


D.W. ONAN & SONS INC. 


3718A University Avenue S. E. 
Minneapolis 14, Minnesota 
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ordinary significance is the fact that the 
Committees on Rail and Track, through 
new or revised assignments, were asked 
to give special attention looking to the 
standardization of rail sections and track- 
work plans. 

At a meeting of the Committee on Ho- 
tel Arrangements at Chicago on Novem- 
ber 6 preliminary arrangements for the 
next convention were discussed. The con- 
vention will be held at the Hotel Sherman, 
Chicago, on March 9-11, 1959. 


Supply Trade News 


BUCYRUS-ERIE — Howard Freyensee, Sales 
development manager, commercial cranes 
and excavators, has been appointed man- 
ager of sales, large excavators, with head- 
quarters at South Milwaukee, Wis., suc- 
ceeding Lewis C. Black, who has been 
appointed manager of domestic sales. 
FAIRMONT RAILWAY MOTORS — Fred 
Sautter, assistant track supervisor on the 
Maine Central .at Waterville, Me., has re- 
signed to become a sales representative of 
this company with headquarters at New 
York City. 


LETOURNEAU-WESTINGHOUSE — As the 
result of the establishment of a new Motor 
Grader Sales Department, effective No- 
vember 1, a series of appointments has 
taken place in this company’s Merchan- 
dising Division. Lloyd A. Rager, who has 
served as advertising manager for the past 
four years, has been named to manage 
the new department. E. L. Cline, central 
area sales manager for the firm since 1955, 
has been appointed assistant to Mr. Rager, 
and Robert J. Fahey, a district representa- 
tive in the Midwest, succeeds Mr. Cline 
as central sales manager. Charles L. Peter- 
son, assistant to the firm’s western area 
sales manager, succeeds Mr. Fahey, as 
district representative in the territory 
which includes Iowa, Nebraska, Kansas 
and the western part of Missouri. 

Kenneth W. Chriswell, assistant adver- 
tising manager since 1956, succeeds 
Lloyd Rager as advertising manager. 
David R. Harvey, sales promotion super- 
visor, succeeds Mr. Chriswell as assistant 
advertising manager. 

Floyd A. Rager (twin brother of Lloyd), 
formerly technical parts manager, has 
been appointed general parts and service 
manager. This promotion was brought 
about by the merging of the firm’s parts 
and service departments, according to an 
announcement by L. A. DePolis, vice-presi- 
dent in charge of the Merchandising Di- 
vision. 

PORTLAND CEMENT ASSOCIATION — John 
M. McNerney, district engineer at Los 
Angeles, has been appointed western re- 
gional manager there, succeeding Hugh D. 
Barnes, who has been appointed to the 
new position of supervisor of field pro- 
motion with headquarters at the associa- 
tion’s general offices in Chicago. In his 





new position Mr. Barnes will direct and 
have complete authority and responsibility 
for all operations of the association’s 32 
district and 6 regional offices. 

RAILROAD ACCESSORIES CORP.—Harrison 
A. Scott, chief signal engineer for the 
New York Central at Cleveland, has re- 
signed to become president of Railroad 
Accessories, with headquarters in New 
York, succeeding Frederick C. Lavarack, 
resigned. Beverley A. Lundy, executive 
vice-president, has retired. 


WESTERN RAILROAD SUPPLY — This com- 
pany, a division of Western Industries, 
Inc., Chicago, has been appointed by A. 
Schulman, Inc., East St. Louis, Ill, as 
exclusive sales agent for the latter com- 


KONVEX tie pads are made from carcasses 
of truck tires, and are coated. 


pany’s new Konvex tie pad. This patented 
tie pad is made from truck tire carcasses, 
fabricated from multi-ply heavy duty 
nylon and rayon cord and coated with 
KonKling adhesive. 





Piling Specialists 
to the Railroads 


Rental Steel-Sheet Piling 
Foster Lightweight Piling 
H-Bearing Pile Pipe Pile 
“Faster-from-Foster” service is your assurance 
of on-time deliveries—anywhere in the coun- 
try—from Foster's nationwide warehouse and 
field stocks. 
Rail * Switch Material * Track Accessories 
y wd 
LEDEVOLRVILA’ co 
PITTSBURGH 30 © NEW YORK 7 © CHICAGO 4 
HOUSTON 2 © LOS ANGELES 5 ¢ ATLANTA 8 


RAILWAY TRACK and STRUCTURES 





GET IN THE GROOVE! 


ILLINOIS 


@ Lifting ranges from 5 inches to 1914 inches 


@ Thumb guards and trips on both sides 
BROADVIEW, 


This H-5 Hydrorailer uses precision control and telescoping 
boom to unload a signal tower in an Indiana railroad yard. 
On the back of the Hydrorailer is a clamshell, ready for 
quick attachment for digging jobs. 


@ Lowest toe height—Iless digging or pounding to set 
jack 


a section gang in itself... 


BUCYRUS-ERIE’S NEW H-5 
HYDRORAILER, ON AND OFF RAILS 


2543 GARDNER RD. 


JACK OF MANY JOBS 


Placing Signal Towers Loading Ties, Caps, Rails 
Building Bridges laying Track, Switches 
Grading Approaches Stockpiling Ballast 

Digging Ditches Erecting Crossing Gates 
Backfilling Material Hauling Debris 

Clearing Wreckage Handling Concrete Buckets 
Spotting Hand Cars, etc. Picking Up Scrap With Magnet 


. 


KENLY & CO. 


MONEY-SAVING ADVANTAGES 


One-Man Operation (Optional) Commercial Truck Mounting 
Precision Hydraulic Control Hydraulically-Set Outriggers 
Telescoping Boom Easy Front-End Conversion 
All-Hydraulic Power Variety of Attachments 
Power-Set Rail Wheels Fast Between-lob Travel 
12-ton, Y2-yd. Capacity Short Tail Swing 


TeTetiare| 


@ Available with malleable or aluminum alloy housings 
@ Large area (21%2” x 31%”) lifting toe has non-slip 


@ Most complete line — twelve models 


286H58 


TEMPLETON, 


Your Bucyrus-Erie distributor 
wants to demonstrate the money-saving 
features of the new H-5 Hydrorailer. 
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Versatility > Speed * Lower Costs with the 


NORDBERG Utility Grinder 


Lightweight, compact and easily handled . . . on- 
track or off-track . . . the Utility Grinder can be 
used on a great variety of rail and switch mainte- 
nance jobs . . . especially around terminals and 
yards. Fifteen efficient and easily attached acces- 
sories are available that quickly adapt the unit for 
surface grinding, rail slotting, grinding switches, 
flangeways, frogs, etc. 

With an 8.4 hp air cooled engine, the Utility 
Grinder combines the right attachment for prac- 
tically every maintenance grinding job and enough 
power to do the job fast and well. 


© 1957, Nordberg Mfg. Co. 


Top photo: An attachment for accurately grinding welded rail ends, 
removing rail tolerance, etc. Bottom left: slotting rail ends. Bottom 
right: single or double cup wheels for removing flow at switch points 
and stock rails. 


NORDBERG MFG. CO., Milwaukee, Wis. 


Nordberg Mfg. Co., 
Milwaukee, Wis. 


Send Utility Grinder Bulletin 101B to: 


eve 


66 DECEMBER, 1953 








Advertisers In This Issue 


American Brake Shoe Company, (Railroad Products Div.) 
Armco Drainage & Metal Products, Inc. 


Austin-Western Works, Construction Equipment Div., 
Baldwin-Lima-Hamilton Corporation 


Baldwin-Lima-Hamilton Corporation, Austin-Western 
Works, Construction Equipment Division .. . 

Bernuth, Lembcke Company, Inc. 

Bethlehem Steel Company 

Bird & Son, Inc. 

Bogle Company, R. H. . 

Bucyrus-Erie Company .... 

Caterpillar Tractor Co. .. 

Continental Motors Corporation . 

Cullen-Friestedt Company 

Fairmont Railway Motors, Inc. 

Foster Company, L. B. .. 

Industrial Brownhoist Co. .............. Inside Front 


Jackson Vibrators, Inc. . 


Kershaw Mfg. Co. 


Linde Company, Division of Union Carbide Corp. 


Mall Tool Division, Remington Arms, Inc. .. . 


| Matisa Equipment Corp. ..... 


Mid-West Forging & Mfg. Co. 


National Aluminate Corp. ..... 


National Lock Washer Co. ... 
Nolan Company . Re 
| Nordberg Mfg. Co. ......... 
| Onan & Sons, Inc., D. W. ........ 


Orton Crane & Shovel Co. .... 


| Patton Company, RoyC...... 
| Q& C Company .. 


Rail Joint Company 

Railway Maintenance Corporation 
Reade Manufacturing Company, Inc. . 
Reichhold Chemicals, Inc. ..... 
Republic Creosoting Company .. 


42-43 


Cover 
. B 
1S, #2 
18 
ae 


Speno Frank, Railroad Ballast Cleaning Co., Inc. ........ 


Spieder Staging Sales Co 

Spray Products Corporation ..... 
Tamper Ltd., Bee ee 
Templeton, Kenly & Company .. 

Texas Company hs od soacaee Pec a 


True Temper Corporation 


Union Carbide Corporation, Linde Co. .. 


| United States Borax & Chemical Corp., 


Pacific Coast Borax Company Division 


| Western Railroad Supply Company 
Woolery Machine Company 


Cover 
. 49 
18 


11 
59 
. 61 


“This index is an editorial feature, maintained for the convenience of 


& Structures no responsibility for its correctness.” 





| readers. It is not a part of the advertiser's contract and Railway Track 


RAILWAY TRACK and STRUCTURES 








Mi - we 


a wh ww ww F 


NN ON © 


—S Cl ee 
— 


e of 
rack 





Big, fast-moving Cat DW21 wheel Tractors look their 
best on the tough jobs. This is one. Bud King Construc- 
tion is moving 114 million cu. yd. to relocate 19.5 miles 
of Northern Pacific line in Montana. When the job started, 
equipment was half under mud. Excavation included 
everything from rock to clay. 


“I like the traction and flotation of the DW21s on 
this soft ground,” says Mr. King. “We had them on clay 
slopes where any other machine would have either bogged 
down or been too awkward to handle.” 


And here’s important news. Now the Caterpillar 
DW21 is even more powerful, efficient and productive. 
There’s a new 320 HP (maximum output) Super-Turbo 
Engine in the new model (Series D). This engine has 
excellent torque characteristics—resulting in rapid ac- 


FIND YOUR CATERPILLAR DEALER IN THE|} YELLOW PAGES 





i JOB: Move 1% million cu. yd. for the Northern Pacific 
WHEELED EQUIPMENT: 3 DW2!s 


RESULT: “We're on schedule because the DW21s have 
plenty of power and traction. They maneuver better than 
anything their SIZE. suc G. King, President, Bud King Construction Co., Missoula, Montana 








celeration and good gradeability. And the DW21 hits top 
speed of 22.6 MPH quickly. Matched with the Caterpillar 
No. 470 LOWBOWL Scraper, the unit loads to its rating 
fast—18 cu. yd. struck, 25 heaped. 


This is important new economy and production for 
the big, tough off-track jobs. Have your Caterpillar 
Dealer give you an eye-opening demonstration of the 
new DW21 on your next job. It’s so fast, strong and 
efficient, it has to be seen in action to be believed. 


Caterpillar Tractor Co., Peoria, Illinois, U. S. A. 


CATERPILLAR 


Caterpillar and Cat are Registered Trademarks of Caterpillar Tractor Co. 
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PROTECT YOUR BRIDGES 
in 4, the time with Texaco Metal Preservative 


You can really stretch your bridge protection dollar by spraying 
with Texaco Metal Preservative. Cost of material is much less 
and theAwork can be done in about one-third the time, with a 
mininamapf scaffolding because no extensive wire brushing or 
chipping necessary when Texaco Metal Preservative is used. 
Surface ¢grt is simply blown away with air supply in spray gun. 

Texaco Metal Preservative penetrates scale and loose paint— 
caging it to fall off from traffic vibration. A second spray coat 
tw %@ three months later, where necessary, gives long-lasting 
pi Fection against rust and corrosion. 

Cor) ,,arative figures, based on the experience of leading rail- 
roads, show substantial savings when Texaco Metal Preservative 
is used. A Texaco representative will gladly give you full details. 


Just call the nearest Railway Sales Office in New York, Chicagg 
San Francisco, St. Paul, St. Louis or Atlanta, or write: 

The Texas Company, Railway Sales Division, 135 East 42 
Street, New York 17, N. Y. 


RAILROAD LUBRICANTS AND SYSTEMATIC ENGINEERING SERVICE 





‘es 





